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This publication presents the results of the two International Workshops
“Mobility and Urban Liveability in Palestine” held from September 19th to 24th
and from November 28th to December 3rd, 2016, at Al Qasam Palace – Centre
for Urban and Regional Planning of An Najah University in Nablus and organised
by Cosmopolis – STeR* (Stedenbouw and Ruimtelijke Planning, Vrije Universiteit
Brussel – Brussels University Alliance) with the participation of the University
of Antwerp and with the support of the Cabinet of the Minister in charge of
Mobility and Public Works. Under guidance of a team of European and Palestinian
tutors, Belgian and local students in architecture, urbanism, planning and
engineering explored how to cope with complex mobility issues by improving
public and private transport and enhancing the quality of public space in the
two cities of Nablus and Ramallah. The results are gathered in this publication,
hoping to inspire solutions in Palestine and beyond, and to stimulate local and
international action in tackling these challenges.
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5I am proud to present ‘Transforming
Mobility, collective transport and
spaces in Nablus and Ramallah’ on
the results of two urban research
projects in Palestine. For four months
– including two weeks on location
– students from the VUB, Antwerp
University and An Najah Nablus
university discussed, envisioned and
designed urban interventions for a
main transport axis in Nablus and an
iconic square in Ramallah.
I hope one day these promising
plans will become reality and inhabit-
ants in both cities can reap the benefits
of the smart mobility solutions and true
public spaces proposed by
the students.
The importance of this type of
research cannot be overestimated.
Cities are at a crossroads. Citizens
demand more and better public space
to move around and spend time with
family and friends. Time and time
again, we are reminded of worsening
air quality due to the ever-expanding
number of cars roaming our cities.
Choices need to be made. Streets
are only this wide; public budgets
can only be spent once. Do we want
to create even more space for cars
and pour taxpayers’ money in more
concrete? Or do we rethink our streets
and squares to allow cars, pedestrians,
cyclists and public transport an equal
share of the limited public space? In
Brussels, we are choosing a radical
turnaround by tearing down old car
viaducts to restore the green city
boulevards they cast their shadows
over in the car-oriented seventies. In
the city centre a vast pedestrian area
is building up, to the advantage of
residents, shopkeepers and tourists.
On the ring road cyclists will have
their own separate bike lanes to move
around the city.
Clean air, beautiful squares,
safe streets and green in the city
should not be part of some distant
urban utopia, but real goals for urban
policymakers worldwide.
Urban thinker Jan Gehl dares us
to rethink big cities through the small,
human scale. A city in the 21st century
should be a liveable, safe, sustainable
and healthy city. This means moving
from a city for cars to a city for people.
The two projects presented in
this publication are doing just that and
deserve all the merit for it.
In Nablus, students analysed
the shared taxi network on one of the
main thoroughfares. They proposed a
bus circulation scheme that can move
around the same number of citizens in
a cleaner, faster way, while freeing up
urban space for pedestrians and soft
connections to the neighbouring parks,
schools and religious buildings.
For the Ramallah case students
examined how to turn an iconic square
that offers little protection into
a people-oriented public space.
In these visions, squares become
places for connection.
I invite you to discover the smart
design solutions the students worked
FOREWORD
FROM CITIES FOR CARS
TO CITIES FOR PEOPLE
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out for Ramallah and Nablus. These
are solutions to challenges that are
specific to these urban contexts, but
at the same time recognizable to urban
dwellers worldwide: how do we create
an urban environment on a human
scale, where everyone can thrive, move
and interact in safe, attractive and
clean surroundings?
Enjoy your reading,
Pascal Smet
7PRÉFACE
DE LA VILLE POUR LES VOITURES
À LA VILLE POUR LES GENS
J’ai l’honneur de vous présenter
‘Transforming Mobility, collective
transport and spaces in Nablus and
Ramallah’, le résultat de deux projets
de recherche urbaine en Palestine.
Pendant quatre mois – dont deux
semaines sur place – des étudiants
de la VUB et de l’université An Najah
de Naplouse ont discuté, imaginé et
dessiné des interventions urbaines
pour un axe majeur de transport
à Naplouse et une fameuse place
à Ramallah.
J’espère qu’un jour ces plans
prometteurs se réaliseront et que les
habitants des deux villes pourront
profiter de ces solutions intelligentes
de mobilité et de vrais espaces publics,
comme proposé par les étudiants.
L’importance de ce type de
recherche ne peut être assez
soulignée. Les villes sont à la croisée
des chemins. Les citoyens demandent
de plus nombreux et meilleurs espaces
publics, afin de pouvoir se déplacer
plus aisément et de passer ainsi
davantage de temps avec famille et
amis. De plus en plus fréquemment,
nous sommes confrontés à une qualité
d’air qui se dégrade, en grande partie à
cause du nombre croissant de voitures
qui parcourent nos villes.
Il y a des choix à faire. La largeur des
rues n’est pas extensible, les budgets
publics ne peuvent se dépenser
qu’une seule fois. Voulons-nous créer
toujours plus d’espace pour les voitures
et dépenser l’argent des impôts en
coulant toujours plus de béton ?
Ou sommes-nous prêts à repenser
nos rues et nos places pour que les
voitures, les piétons, les cyclistes
et les transports en commun aient
chacun leur part égale dans un espace
public limité? A Bruxelles nous avons
opté pour un changement radical.
En démolissant les anciens viaducs
dédiés à la circulation automobile,
en restaurant les boulevards urbains
verts, la ville orientée ‘voiture’ des
années ’70 est occultée. Au centre de la
ville, une zone piétonnière étendue est
aménagée, au profit des habitants, des
commerçants et des touristes. Sur la
petite ceinture, les cyclistes disposent
désormais de leurs propres pistes pour
contou rner la ville.
Un air propre, de belles places, des
rues sécurisées et de la verdure dans
la ville ne devraient rester une utopie
lointaine mais devenir les véritables
objectifs de tout décideur de la
politique urbaine, partout dans
le monde.
Le penseur urbain Jan Gehl nous met
au défi de repenser nos métropoles à
l’échelle humaine. Une ville, au 21ième
siècle, devrait également être viable,
sécurisée, durable et saine. Ceci veut
dire transformer nos villes pensées
en faveur des voitures en des villes en
faveur des hommes.
C’est exactement ce que les
deux projets présentés dans cette
publication visent. C’est pourquoi ils
méritent toute notre attention.
A Naplouse, les étudiants ont
analysé le réseau des taxis collectifs
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sur l’un des axes principaux de la ville.
Ils proposent une circulation des bus
permettant de transporter l’équivalent
en voyageurs de façon plus propre
et plus rapide tout en libérant des
espaces urbains pour des secteurs
piétonniers et des connections douces
vers les quartiers, les écoles, les parcs
et les bâtiments religieux.
Pour Ramallah, les étudiants ont
réfléchi à la transformation d’une place
remarquable mais non sécurisée, en un
espace public en faveur des hommes.
Je vous invite à découvrir les projets
résolvant les problèmes de manière
intelligente pour Ramallah et Naplouse.
Ils répondent à des défis, bien
spécifiques aux contextes locaux, mais
aussi familiers à tout citadin mondial :
comment créer un environnement
urbain à l’échelle humaine, où chacun
peut se sentir bien, se déplacer et
agir dans un environnement salubre,
attractif et sécurisé.
Bonne lecture,
Pascal Smet
9Ik heb de eer u ‘Transforming Mobility
collective transport and spaces
in Nablus and Ramallah’, voor te
stellen, het resultaat van twee
stadsonderzoekprojecten in Palestina.
Gedurende vier maanden – inclusief
twee weken ter plaatse – hebben
studenten van de VUB en de An Najah
University in Nablus samen stedelijke
ingrepen besproken, verbeeld en
uitgetekend voor een hoofdtransportas
in Nablus en een iconisch plein
in Ramallah.
Ik hoop dat deze veelbelovende
plannen ooit werkelijkheid worden
en dat de inwoners van beide steden
kunnen genieten van deze intelligente
mobiliteitsoplossingen en ware publieke
ruimten die de studenten voorstellen.
Men kan het belang van dit soort
onderzoek niet genoeg benadrukken.
Steden zijn op een kruispunt beland.
Stedelingen eisen meer en betere
publieke ruimte waarin ze zich kunnen
verplaatsen en tijd doorbrengen met
vrienden en familie. Elke keer opnieuw
worden we eraan herinnerd hoe de
luchtkwaliteit erop achteruitgaat door
het steeds groeiend aantal auto’s die
onze steden doorkruisen.
Er moeten keuzes worden gemaakt.
Straten hebben hun breedte, het
publieke geld kan maar eenmaal worden
uitgegeven. Kunnen we nog meer plaats
maken voor auto’s en het belastinggeld
blijven gieten in nog meer beton?
Of passen we onze straten en pleinen
zodanig aan dat auto’s, voetgangers,
fietsers en openbaar vervoer, elk
een gelijk deel krijgen in de beperkte
publieke ruimte? In Brussel kozen we
voor een radicale omkeer. Door het
neerhalen van oude verkeersviaducten
om de groene stadsboulevards terug te
brengen, worden de autogeoriënteerde
jaren ’70 overschaduwd. In het
stadcentrum wordt een uitgebreide
voetgangerszone aangelegd, ten gunste
van inwoners, handelaars en toeristen.
Op de ringlanen krijgen de fietsers hun
eigen afgescheiden bedding om rond
de stad te fietsen.
Zuivere lucht, mooie pleinen, veilige
straten en groen in de stad zouden
geen verre stadsutopie mogen zijn
maar echte doelstellingen voor
beleids-makers wereldwijd.
Stadsdenker Jan Gehl daagt ons
uit om grootsteden te transformeren
op kleine, menselijke schaal. Een stad
in de 21e eeuw moet leefbaar, veilig,
duurzaam en gezond zijn. Dit betekent
een omkeer van ‘steden voor auto’s’
naar ‘steden voor mensen’.
Dit is nu net wat de twee projecten
in deze publicatie beogen en daar
verdienen ze alle lof voor.
In Nablus onderzochten de
studenten het collectieve taxinetwerk
op een van de belangrijkste verkeers-
aders van de stad. Zij stellen een
bus-verkeersplan voor dat een zelfde
hoeveelheid stedelingen sneller en
veiliger vervoert, en maken zo
stedelijke ruimte vrij voor voetgangers
en zachte verbindingen met de
omringende wijken, parken, scholen
en religieuze instellingen.
VOORWOORD
VAN STEDEN VOOR AUTO’S
NAAR STEDEN VOOR MENSEN
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In Ramallah onderzochten de
studenten hoe ze een iconisch maar
onveilig plein kunnen veranderen in
een openbare ruimte op mensenmaat.
In deze visie worden pleinen zachte
‘verbindingsplekken’.
Ik nodig jullie uit om de intelligente
ontwerpoplossingen die de studenten
bedachten te ontdekken. Dit zijn
antwoorden op uitdagingen die zeer
specifiek zijn voor de stedelijke context
maar tegelijkertijd herkenbaar voor
stadsbewoners wereldwijd: hoe creëren
we een stadsomgeving op menselijke
schaal waar iedereen zich goed voelt,
zich gemakkelijk kan verplaatsen
en kan interageren in een gezonde,
aantrekkelijke en veilige omgeving.
Veel leesplezier,
Pascal Smet
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The idea for the mobility and urban liveability workshops
on which this book reports arose during a six-day scoping
mission in Palestine in spring 2015 by Mr. Pascal Smet,
Brussels minister of mobility and public works, and
Dr. Kobe Boussauw, assistant professor of spatial
planning and mobility at the VUB Brussels University,
which was coordinated by Mr. Frank D’hondt (portfolio
manager at UN-Habitat Palestine at the time), where
possible future collaboration between the Brussels-
Capital Region, the VUB, and organizations, universities
and governments in Palestine was investigated.
Unlike the situation in several European countries,
in Palestine there is little information available about
how people travel, about the role of mobility in social
participation, its impact on public space and urban
development, on road safety and on urban liveability
or on the real impact of related policy measures.
Moreover, the specific circumstances of the occupied
territories, which form a straightjacket for urban
development, is putting severe constraints on any
urban intervention.
Despite these obstacles, Palestine has a lot of
potential in terms of human capacity, especially among
students and alumni of the Palestinian planning faculties
in the various universities. The purpose of the proposed
workshops was to mobilize the human capital that is
present in these academic programmes by involving
students, researchers and policy advisers in urban
INTRODUCTION
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mobility thinking, and exchanging ideas and experiences
between Palestinian and Belgian students and experts.
The proposal was well received by the Brussels
government, which funded the project. Cooperation was
established between VUB and An Najah University in
Nablus, as well as with Antwerp University. The project
included preliminary training for the Belgian participants
on the political and geographical context, two weeks’ on-
site work, time that was divided between site visits, studio
work and interventions by local experts. During the first
week (Sept. 18-24, 2016), problems related to mobility and
urban liveability were identified and mapped, data was
collected and experts were interviewed. The studio work
was interspersed with several lectures by Palestinian and
Belgian professors and locally operating organizations
(including UN-Habitat), and it was consolidated at regular
intervals by presentations and discussions.
The second on-site week was organized from Nov.
27 to Dec. 4, and it focused first and foremost on design
explorations. As it will be clear from the book, design
solutions to a considerable extent rely on information that
was obtained during the first week, and on additionally
collected data in the interim period between the on-site
studios (October-November).
The research by design was organized around two study
areas and study themes. In Nablus, we worked on the urban
east-west axis, with the aim of organizing public transport
more efficiently, at the same time reducing traffic-related
burdens for residents and enhancing the quality of public
space along the central spine. In Ramallah, we worked
around the central market area, where pedestrians are at
the core of the urban dynamics, but where cars actually
dominate the streets. Public space, traffic circulation and
pedestrianization appeared to become key issues for the
future design of this area.
From the start of the work, it became clear that to
meet the expectations, exceptional effort was required
TRANSFORMING
MOBILITY
17
from the participants. Initially perceived obstacles and
limitations had to be turned into opportunities, which
led to the workshops’ theme and the title of the current
book. In fact, transforming mobility can be read in two
ways, depending on whether mobility is the object or the
subject. The participants of the workshops were asked
to approach mobility in a nonconformist manner, beyond
locally or regionally defined constraints, building on
context-sensitive research and design to develop new
insights, consolidating them into different scenarios. Not
by accident, ‘trans’ means ‘across’, ‘beyond’, or ‘through’.
At the same time, transforming mobility refers to
the capacity of mobility in driving urban changes. The
congested city centres of Nablus and Ramallah called
for not only a modal shift, away from private cars and
even shared taxis towards transit, but also environmental
quality (cleaner air, better waste management) and
better public space. In that way, road spaces have
been investigated to organize mobility in a different
way and to allow the creation of a system of collective,
accessible spaces.
At the workshop, teams were composed of engineers,
planners and designers, featuring a wide range of
complementary skills, and they were able to design a
number of thoughtful and feasible projects that were
critically evaluated and discussed by the local and
international experts in the final jury.
We invite you to explore the research by design
projects presented in the current book, which has only
been made possible by the continuous and collective
efforts of the entire team. Therefore, we would like to
express our sincere gratitude to the group of students,
professors and experts involved, all of whom are
mentioned in the colophon of the book.
INTRODUCTION
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ومهندسي ومخططي البلديات. وتخلل العمل في المراسم عدد من المحاضرات
لأساتذة فلسطينيين وبلجيكيين وعدد منفلا عن تقديم عدد من العروض وإجراء
المناقشات.  أما  في  الاسبوع  الثاني،  (٤٠/٢١/٦١٠٢-  ٧٢/١١/٦١٠٢) تم تسليط
الضوء في المقام الأول على الأفكار التخطيطية والتصميمية. وكما يوضح في الكتاب،
تعتمد الحلول التصميمية إلى حد كبير على المعلومات التي تم جمعها في الأسبوع
الأول وعلى البيانات الإضافية التي تم جمعها في هذه الفترة ما بين ورشتي العمل
(تشرين الأول وتشرين الثاني).
تم تنظيم البحث من خلال التصميم حول مجالين ومحورين دراسيين. في نابلس،
عملنا على المحور الحضري من الشرق إلى الغرب بهدف تنظيم المواصلات العامة
بكفاءة أعلى، فضًلا عن تقليل الأعباء المتعلقة بالمرور على السكان، وتحسين نوعية
الأماكن العامة على امتداد مركز المدينة. أما في رام الله، فقد عملنا في منطقة السوق
المركزية،  التي  تعج  بالسيارات  في  الوقت  الذي  يجب  أن  يكون  المشاة  هم  قلب
الديناميكية الحضرية. ظهرت الأماكن العامة، حركة المرور وحركة المشاة كقضايا
رئيسية للتصميم المستقبلي لتلك المناطق.
منذ بداية العمل، اتضح أنه يجب على المشاركين بذل جهود اضافية لمطابقة التوقعات
المنشودة من خلال تحويل العقبات والقيود الملحوظة إلى فرص، مما قادنا إلى بلورة
موضوع  ورش  العمل  وإلى  تحديد  عنوان الكتاب  الحالي.  وفي  الحقيقة،  يمكن  بلورة
مفهوم تأثير النقل على إعادة تشكيل المنطقة الحضرية من خلال الاعتماد على النقل
كونه الهدف أو موضوع الدراسة من جهة، حيث طلب من المشاركين في ورش العمل
اتباع نهج غير تقليدي خارج نطاق القيود المحلية أو الاقليمية بناء على أبحاث وتصاميم
حساسة للسياق من أجل وضع رؤى جديدة وتوطيدها في مختلف السيناريوهات. أما من
جهة أخرى، فيعني هذا المفهوم القدرة على التنقل لإحداث التغييرات الحضرية
المنشودة.  إن  وجود  مراكز  المدن  المزدحمة  في  نابلس  ورام الله  لا  يدعو  فقط  إلى
احداث  تنقل شكلي،  بعيدا  عن  استخدام السيارات  الخاصة  وسيارات  الأجرة  المشتركة
في التنقل، انما يدعو أيضا إلى تحسين جودة البيئة (هواء نظيف وإدارة أفضل للنفايات
مثلا)، وفضاءات عامة أفضل.
و في إطار ورش العمل، تألفت المجموعات من مهندسين ومخططين ومصممين
مختصين من الجانبين البلجيكي والفلسطيني، تمكنت من وضع تصاميم مبتكرة
لمشاريع جيدة وقابلة للتطبيق. و قامت لجنة التحكيم النهائية المكونة من خبراء
محلين ودوليين بتقييمها ومناقشتها. وختامًا، ندعوكم للاطلاع على نتائج البحث من
خلال تصاميم المشاريع الحالية المقدمة في هذا الكتاب، والذي أصبح ممكنا بفضل
الجهود المتواصلة والجماعية للفريق بأكمله. ولذلك فإننا نود أن نعرب عن امتناننا
لفرق الطلبة والأساتذة والخبراء المشاركين الذين وردت أسماؤهم في بيانات الخاتمة
من هذا الكتاب.
مقدمة
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ظهرت فكرة ورش العمل حول النقل والعيش في المناطق الحضرية، وهي مجال اهتمام
هذا الكتاب، خلال مهمة استطلاعية في فلسطين في ربيع ٥١٠٢ ، حيث بدأها السيد
باسكال سميت، وزير الأشغال العامة والنقل في بروكسل، ود. كوبي بوزو أستاذ مساعد
في التخطيط المكاني والنقل في جامعة بروكسل الحرة (BUV)، بتنسيق من قبل
السيد فرانك دونت المدير في منظمة الأمم المتحدة للمستوطنات البشرية في
فلسطين في ذلك الوقت. وقد تم البحث في آفاق التعاون المستقبلي ما بين إقليم
العاصمة بروكسل-بلجيكا، وجامعة بروكسل الحرة، والوزارات والمؤسسات والجامعات
في فلسطين.
وعلى  خلاف  الوضع  في  عدد  من  الدول  الأوروبية،  يتوفر  في  فلسطين القليل  من
المعلومات حول تنقل الناس ودور النقل في المشاركة الاجتماعية، وتأثيره على الفضاء
العام والتنمية الحضرية، فضًلا عن السلامة المرورية والعيش في المناطق الحضرية أو
التأثير المباشر للسياسات  العامة ذات الصلة. ولا بد من  التنويه إلى الظروف الخاصة
للأراضي الفلسطينية المحتلة التي تشكل معضلة للتنمية الحضرية، مما يضع قيودا
كبيرة وملموسة على أي تدخل تنموي للمناطق الحضرية. إلا أن فلسطين، بالرغم من
تلك العقبات، لديها امكانات فيما يتعلق بالقدرات البشرية والخبرات ذات الصلة، فضلا
عن الطلبة والخريجين من كليات الهندسة وبرامج التخطيط في مختلف الجامعات
الفلسطينية الذين لديهم أفكارًا تصميمية مبدعة.
وقد  هدفت  ورش  العمل  المقترحة  إلى  حشد  رأس المال  البشري  الموجود  في  تلك
البرامج الأكاديمية من خلال إشراك طلبة و باحثين و مستشاري السياسات العامة في
التخطيط المروري والحضري، بالاضافة إلى تبادل الأفكار والخبرات بين الطلبة والخبراء
الفلسطينيين والبلجيكيين. وقد لاقى المقترح ترحيبا حارا من الحكومة في بروكسل،
الممول الرئيس للمشروع، كما تم عقد اتفاقية تعاون ما بين جامعة بروكسيل الحرة
وجامعة النجاح الوطنية في نابلس/فلسطين وجامعة أنتويرب البلجيكية.
وقد تضمن المشروع تدريبًا تمهيديًا للمشاركين البلجيكيين في سياقات جغرافية
وسياسية لمدة أسبوعين في موقع العمل مع أقرانهم الفلسطينيين، وتم تقسيم
الوقت ما بين زيارات ميدانية وعمل في المراسم وتدخلات الخبراء المحليين. وقد تم
في الأسبوع الأول (٤٢/٩٠/٦١٠٢- ٨١/٩٠/٦١٠٢) جمع البيانات و تحديد المشاكل
المتعلقة بالنقل والعيش في المناطق الحضرية،كما وأجريت مقابلات مع خبراء
مقـدمـة
كريستيان فان دين هاوت وكوبي بوزو
مقدمة
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Sustainable cities are designed to minimize environmental
impact, the required inputs, such as energy and water,
and the resulting outputs of waste, heat, and air pollution.
Sustainable mobility is a basic component of
a sustainable city.
Sustainable mobility depends on the concept of
enabling movement and transport in a community while
attempting to reducing the negative impacts, whether
these are environmental, social or economic. Sustainable
mobility tends to re-orient or develop a city in which
people are encouraged to choose to walk, cycle or use
public transport to move from one place to another.
Designing such a city will help in many aspects, such
as reducing congestion, increasing serviceability and
minimizing delay.
The concept of a sustainable transport system
in Palestine is still new, and it needs considerable
development. The current Palestinian transport
system depends heavily on road vehicles, whether
private or public.
The goals that may help to achieve sustainable
transport, depending on the specific context, include
improved accessibility, mobility, safety, equity and
affordability, reduced environmental pollution,
appropriate land use, maintained community cohesion
and improved public involvement. Most of these goals
still need work to translate them into standards that are
adapted to the Palestinian context.
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The Oslo II Accord between the Palestinian Authority and
Israel divided the West Bank into three administrative
divisions: Areas A, B and C. Area A is exclusively
administered by the Palestinian Authority, Area B is
administered by both the Palestinian Authority and Israel,
and Area C, which contains the Israeli settlements, is
administered by Israel. Areas A and B were chosen just to
contain Palestinians, by drawing lines around Palestinian
population centres at the time the agreement was signed;
all areas surrounding Areas A and B were defined as Area
C. Area A comprises approximately 18% of the West Bank
and Area B about 22%, together home to some 2.8 million
Palestinians. As of 2015, Area C is home to at least 250,000
Palestinians in 532 residential areas. It also is home to
617,291 Israelis, in 150 settlements, as well as 119 outposts
unrecognized by the Israeli government. Area C forms
a contiguous territory.
The general nature of Palestinian cities is that they
expanded and developed, and became fully built up before
proper planning took place, so development superseded
planning. As such, considering the status of occupied
territory, major parts of the cities have been built up within
the constraints of the Israeli military-defined areas A, B
and C, without much room for expansion or development.
Therefore, mobility alternatives became restricted due
to limited space, making transport planning fall behind.
This results in the inability of e.g. collective mobility
alternatives to match the level of access provided by
private motorized transport.
As such, this means that bringing about
environmentally more sustainable urban mobility patterns
in Palestine is only possible within serious economic,
social and, in particular, political constraints that are very
restrictive to changes in Palestinian society.
In general, the current transport systems in Palestinian
cities face serious issues that adversely affect their
sustainability and mobility. Furthermore,
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the current urban transport systems face many challenges,
including integration of land use and transport planning,
accessibility, limited resources and uncontrolled, incorrect
attitudes and behaviours.
In the major Palestinian cities, there is only limited
space for mobility development, as these spaces have
been almost fully built up without proper planning,
leaving only limited alternatives for mobility. Moreover,
financial resources are extremely restricted and depend
heavily on donor funding, which limits the planning,
design, installation and maintenance of functions
related to mobility.
For the above-mentioned reasons, Palestinian cities
today have a very strong car culture, resulting in limited
numbers of people walking, cycling or using (effective)
public transport.
Public transport service in Palestine is composed of
buses, shared taxis and private (office) taxis. All public
transport services and vehicles are owned and operated
by the private sector, which includes companies,
individuals and groups of investors. In general, the internal
roads in major Palestinian cities are narrow and congested,
especially in CBD areas and their vicinities, with weak
parking control in most streets. Bus terminal entrances
and exits are often narrow. Thus, they may not be suitable
for the operation of full-sized buses on regular city
services. As such, when bus services are provided for
internal routes and the surrounding villages, they are
generally operated by small buses.
Shared taxis are the predominant form of public
transport on most internal routes. Sometimes, they
duplicate the services provided by the buses, and in
addition they provide services between the cities and
surrounding villages. They serve both local (internal)
and inter-city trips. Private (office) taxis are a significant
means of transport within the cities.
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As taxis (shared and office) are predominant, this
creates heavy demand for terminal space. Almost all
public transport terminals are in city centres and their
immediate vicinities. Because of the limited space, they
may have problems facilitating all the operating vehicles.
This also results in severe congestion by public transport
vehicles entering and leaving the terminals, parking in the
surrounding streets where they hamper traffic and cause
congestion inside the terminals.
It would bring greater benefits if public transport
terminals – particularly for long-distance routes – were
relocated to the city outskirts. At the same time, efficient
internal routes need to be operated to serve these stations,
the city centre and major destinations within the city. This
may require larger areas for terminals with better facilities,
to relieve congestion caused by public transport routing
and to allow for better access to these terminals.
Moreover, there is excess capacity in the collective
transport industry, which contributes to traffic congestion.
The number of taxis has increased by 3% over the past five
years in the West Bank, with the highest increase in Nablus
(6%), despite the existing excess capacity, due to which
several studies have recommended not issuing any new
taxi permits. On several main streets within major cities,
approximately half of vehicles are collective transport
vehicles with low occupancy (shared taxis or office taxis).
On the other hand, the number of registered vehicles has
increased by 26% over the past five years due to financial
facilitations by banks and reduced government taxes
on vehicles.
Additionally, due to urban sprawl, high numbers of
vehicles, inefficient public transport and high level of
congestion, trip time is generally increasing, particularly
for trips that have to cross CBD areas.
As a result, several factors affect access to Palestinian
public transport, which is an important and urgent
challenge. Public transport is generally not comfortable
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or affordable, even though its coverage is reasonable.
Transport network connectivity and the multimodality of
the transport system is generally weak, for various reasons
including political constraints imposed by the Israeli
authority such as travel restrictions, militarily imposed
checkpoints, and road closures. In any case, urban design
can provide part of the solution for future Palestinian cities
that are more pleasant to live and move in. There is a lack
of proper policies that promote public transportation in
Palestine. The Ministry of Transport should set policies that
encourage the use of high-occupancy public transportation
vehicles and reduce reliance on single-occupancy vehicles.
Given the problems stated above, there is a lot than can
be done to achieve sustainable urban transport systems in
Palestine. Proper urban planning integrated with transport
planning is necessary to maximize the use of public as well
as active transport, to utilize the public space better with
the necessary urban spatial transformation and to reduce
the negative environmental and socio-economic impacts
associated with mobility.
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إن الطبيعة العامة للمدن الفلسطينية أدت إلى توسعها وتطورها، حيث أصبحت مبنية
بالكامل قبل أن يكون هنالك تخطيط سليم للمكان. لذلك حلت التنمية محل التخطيط،
وعلى هذا النحو، وبالأخذ بالاعتبار وضع الأراضي المحتلة، فإن أجزاء كبيرة من المدن بنيت
تحت  قيود حدود  المناطق  العسكرية  التي وضعتها  إسرائيل  (أ) و  (ب)  و  (ج)، دون اعطاء
مجال كبير للتوسع أو التطوير. وهذا يعني أن إحداث أنماط التنقل الحضري في بيئة أكثر
استدامة في فلسطين لا يمكن تحقيقه إلا في ظل قيود اقتصادية واجتماعية و سياسية
كبيرة، والتي يتوقف عليها التغيير في المجتمع الفلسطيني.
وبشكل عام، فإن أنظمة النقل الحالية في المدن الفلسطينية تواجه قضايا خطيرة تؤثر
سلبا على الاستدامة والتنقل، بالإضافة إلى أن أنظمة النقل الحضرية الحالية تواجه العديد
من  التحديات  بما  في  ذلك دمج  استخدام الأراضي  وتخطيط  النقل  وسهولة  الوصول
ومحدودية الموارد أو السلوكيات والمواقف الخاطئة وغير المنضبطة.
وفي المدن الفلسطينية الكبرى، لا يوجد سوى مساحات محدودة لتطوير التنقل كونها
مدن مبنية دون تخطيط سليم ، حيث لم يتبق سوى بدائل محدودة للتنقل. علاوة على
ذلك، فإن الموارد المادية محدودة للغاية، وتعتمد بشكل كبير على التمويل من الجهات
المانحة، الأمر الذي يحد من عمليات التخطيط والتصميم والتنفيذ والصيانة للمهام
المتعلقة بالتنقل.
نظرا للأسباب المذكورة أعلاه، فإن المدن الفلسطينية انتشرت فيها حديثا “ثقافة السيارة”،
مما أدى إلى تقليل عدد المشاة وراكبي الدراجات ومستخدمي وسائل النقل العامة الفعالة.
وتتكون خدمات النقل العامة في فلسطين من الحافلات وسيارات الأجرة المشتركة،
وسيارات الأجرة الخاصة (المكتب)، حيث تعود ملكية جميع خدمات النقل العامة والسيارات
وتشغيلها للقطاع الخاص، الذي يتضمن شركات أو أفراد أو مجموعات من المستثمرين.
وبشكل عام فإن الطرق الداخلية في المدن الفلسطينية الكبرى ضيقة ومزدحمة خاصة
في المناطق التجارية والمناطق المجاورة لها، بالإضافة لضعف ادارة مواقف السيارات في
معظم الشوارع. فضًلا عن ذلك، إن مداخل ومخارج محطات الحافلات غالبا ما تكون ضيقة،
وبالتالي فإنها قد لا تكون مناسبة لتشغيل حافلات كبيرة الحجم، حيث لا تلائمها خدمات
المدينة العادية. لذلك يتم عادة توفير حافلات صغيرة الحجم عند تقديم خدمات الحافلات
للطرق الداخلية والقرى المحيطة بالمدن.
إن سيارات الأجرة المشتركة هي الشكل السائد من وسائل النقل العامة في معظم الخطوط
الداخلية، وفي بعض الأحيان تقدم نفس خدمات الحافلات، فضلا عن توفير الخدمات بين
المدن والقرى المحيطة بها، كما توفر خدمات للرحلات المحلية (الداخلية) وبين المدن.
كما أن سيارات الأجرة في المكاتب الخاصة هي وسيلة هامة من وسائل النقل داخل المدن.
وبما  أن  استخدام سيارات الأجرة  (المشتركة  والمكاتب) هو  السائد،  فإن  ذلك  يؤدي  إلى
زيادة الطلب على محطات النقل.
إن جميع محطات النقل  العام متواجدة في مراكز  المدن والمناطق  المجاورة لها. وبسبب
المساحة المحدودة المتوافرة، قد يكون هناك مشاكل في سهولة حركة المركبات العاملة.
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يعتمد تصميم المدن المستدامة على تقليل الأثر البيئي والمدخلات المطلوبة، مثل
الطاقة والمياه، وتقليل ما ينجم عنها من مخرجات النفايات والحرارة وتلوث الهواء. ويعتبر
النقل المستدام عنصرًا أساسيًا لإنشاء المدينة المستدامة. و يعتمد النقل المستدام على
مبدأ تمكين الحركة والنقل في المجتمع، مع محاولة الحد من الآثار السلبية سواء أكانت
آثار بيئية، اجتماعية أو اقتصادية. كما أنه يميل إلى تطوير مدينة تشجع الناس على اختيار
المشي،  ركوب  الدراجة  الهوائية  أو  استخدام المواصلات  العامة  للتنقل  من مكان  لآخر.
تصميم مثل تلك المدن سيساعد على تقليل الازدحام، زيادة مستوى الخدمة، والحد من
التأخر في التنقل.
و لا يزال مفهوم نظام النقل المستدام في فلسطين جديدا ويحتاج إلى تطوير كبير، حيث
أن نظام المواصلات الفلسطيني الحالي يعتمد بشكل كبير على استخدام المركبات، سواء
أكانت خاصة أو عامة.
وتشمل الأهداف التي قد تساعد على تحقيق النقل المستدام، بالاعتماد على سياق معين،
الأهداف التالية: تحسين إمكانية الوصول والتنقل والسلامة، الإنصاف والقدرة على تحمل
التكاليف، تقليل التلوث البيئي، الاستخدام الملائم للأراضي، والمحافظة على تماسك
المجتمع وتحسين عملية إشراك الجمهور. و لا تزال معظم تلك الأهداف بحاجة إلى جهود
لتترجم إلى معايير تتكيف مع السياق الفلسطيني.
عمدت اتفاقية أوسلو الثانية بين السلطة الوطنية الفلسطينية وإسرائيل إلى تقسيم
الضفة الغربية إلى ثلاثة أقسام ادارية: المناطق (أ) و (ب) و (ج). مناطق  (أ) تديرها السلطة
الفلسطينية بشكل حصري، ومناطق (ب) تديرها كل من السلطة الفلسطينية وإسرائيل.
أما مناطق (ج)، التي تحتوي على المستوطنات الإسرائيلية، فتديرها إسرائيل. وقد تم اختيار
مناطق (أ) و (ب) لتضم الفلسطينيين فقط، عن طريق رسم خطوط حول المراكز السكانية
الفلسطينية، في الوقت الذي تم خلاله توقيع الاتفاقية. و تم تحديد جميع المناطق
المحيطة  بمناطق  (أ) و  (ب) كمناطق  (ج). وتضم  مناطق  (أ) ما  يقارب ٪  ٨١ من مساحة
الضفة الغربية ومناطق (ب) حوالي ٪ ٢٢ منها، وتشكل موطنا لنحو 8.2 مليون فلسطيني.
واعتبارًا من عام ٥١٠٢ ، منطقة  (ج) هي موطن ل ٠٠٠,٠٥٢ فلسطيني على الاقل في
٢٣٥ منطقة سكنية، كما أنها موطن لـ ١٩٢,٧١٦ اسرائيلي في ٠٥١ مستوطنة، فضلا
عن ٩١١ بؤرة استيطانية “غير معترف” بها من الحكومة الإسرائيلية. وتشكل مناطق (ج)
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و  يؤدي ذلك  إلى  ازدحام شديد  تسببه  وسائل  النقل  العامة  التي  تدخل  إلى  أو تخرج من
المحطات،  بالاضافة  إلى  أن  ركنها  في  الشوارع  المحيطة، يعيق  حركة  المرور  ويسبب
الازدحام داخل المحطات.
وسيتم تحقيق فوائد أكبر في حال تم نقل محطات النقل العام - وخاصة محطات خطوط
المسافات الطويلة - إلى ضواحي المدينة. وفي الوقت عينه، تحتاج الخطوط الداخلية
الفعالة إلى تشغيل لتوفير الخدمات ما بين هذه المحطات ومركز المدينة والوجهات
الرئيسية في المدينة. و يتطلب ذلك توفير محطات نقل بمساحات أكبر وخدمات أفضل
من  أجل تقليل  الازدحام  الناجم  عن  مسارات وسائل  النقل  العامة،  مما  يوفر فرصا  أفضل
للوصول إلى هذه المحطات.
وبشكل عام يوجد فائض في قطاع النقل  الجماعي،  الأمر  الذي يساهم في  زيادة مستوى
الازدحام  في  حركة  المرور،  هذا  وخلال السنوات  الخمس  الماضية  في  الضفة الغربية
وصلت  الزيادة في عدد سيارات الأجرة بنسبة ٣٪، وسجلت أعلى زيادة في مدينة نابلس
(٪  ٦)،  على  الرغم من  تعدد الدراسات  التي  أوصت  بعدم  إصدار أي  تراخيص  جديدة
لسيارات الأجرة.  وفي  العديد  من  الشوارع  الرئيسية  في المدن  الكبرى،  يشكل  ما  يقارب
نصف المركبات عربات للنقل الجماعي، وبمعدل تشغيل منخفض (سيارات أجرة مشتركة
أو سيارات  المكاتب). في  نفس  الوقت، وصلت  نسبة  الزيادة في  عدد  المركبات المسجلة
في الضفة الغربية حوالي ٦٢٪ خلال الخمس سنوات الماضية، وذلك بسبب التسهيلات
البنكية وتخفيض الضرائب الحكومية على المركبات.
إضافة  إلى ذلك، وبسبب  الزحف العمراني،  ارتفاع عدد  المركبات، عدم  فاعلية  النقل  العام
وارتفاع مستوى الازدحام المروري، ازداد الوقت الذي تستغرقه الرحلات بشكل عام، وخاصة
الرحلات التي تمر في منطقة وسط المدينة التجاري. ونتيجة لذلك، تعددت العوامل التي
أثرت على سهولة الوصول إلى خدمات النقل العام في فلسطين، الأمر الذي يعتبر بحد
ذاته تحديًا مهمًا وعاجًلا، فالمواصلات العامة بشكل عام غير مريحة ومكلفة على الرغم من
أن تغطيتها للمناطق معقولة. إن التواصل في شبكة النقل وتعددية وسائط نظام النقل
ضعيفة بشكل عام لأسباب مختلفة، منها القيود السياسية المفروضة من قبل السلطات
الإسرائيلية مثل تقييد السفر، ونقاط التفتيش العسكرية المفروضة، وإغلاق الطرق.
وفي أي حال، يمكن أن يوفر التصميم الحضري جزءا من الحل للمدن الفلسطينية في
المستقبل والتي هي أكثر جاذبية للعيش فيها والتنقل بينها، كما أن هناك غيابا
للسياسات المناسبة التي تعزز وسائل النقل العامة في فلسطين، لذا يجب على وزارة النقل
والمواصلات الفلسطينية وضع سياسات لتشجيع استخدام مركبات النقل العام ذات السعة
العالية، وتقليل الاعتماد على المركبات ذات الاستخدام المنفرد.
وعند الأخذ بالاعتبار المشاكل المذكورة أعلاه، فإن هناك الكثير مما يمكن القيام به من
أجل تحقيق أنظمة النقل الحضرية المستدامة في فلسطين، وبالتالي هناك حاجة لتخطيط
حضري سليم بشكل متكامل مع تخطيط النقل، بهدف تحقيق الاستفادة القصوى من
الجمهور والنقل النشط والاستفادة بشكل أفضل من المساحات العامة مع التحول الحضري
اللازم، والحد من الآثار البيئية والاجتماعية والاقتصادية السلبية المرتبطة بالتنقل.
التنقل المستدام والتحول الحضاري في فلسطين
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1 proposed new western terminal
2 city center
3 proposed new eastern terminal
1
2
3
RAMALLAH CITY CENTER
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1 Al Manarah square
2 Yasser Arafat square
1
2
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SITE 1
NABLUS
GROUP A
SAEED AMOUDI
IHAB HASHEM
MANAR ELDEEN MOGHRABI
NOOR SURAKJI
SANDERS VELMERS
GROUP B
YACOB ABU HANTASH
HALA ABURAS
ANA DRESLER
JEHAD KALBOUNEH
NADA JARADAT
SEBASTIAAN THYS
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Nablus is a Palestinian city located in the middle of the
northern part of the West Bank, 65 km north of Jerusalem
at an average elevation of 550 metres above sea level.
The city lies in a narrow and fertile valley running east-
west between two mountains: Mount Ebal on the Northern
side (with a peak at 940 metres) and Mount Gerizim on
the Southern side (with a peak 881 metres high).
Nablus was founded by the Canaanites who came
from Arabia to Palestine in 2500 BC. It was rebuilt by
the Romans in the first century (70 AD) and called Flavia
Neapolis, from which the name of Nablus is derived. Its
geographical position on the trade routes made it an
important commercial centre for most of the successive
eras, such as the eras of the Pharaohs, Crusades,
Mongols, Mamlukes, and Ottomans. Nablus has kept its
unique Arabic, Islamic influence as can be seen by its
architecture. The old city of Nablus with its narrow lanes,
arches, mosques, markets, quarters, paths and all its
interesting and beautiful public places witness its unique
history and its prosperous civilization.
Nablus lies in a strategic position at the junction of
major arterial roads, connecting the northern Palestinian
cities with those in the central and southern areas, and
the western cities with the Jordan Valley. The city is
considered an important economic centre in the West
Bank, being a marketing, trade and industrial centre.
Its traditional industrial activities include furniture
production, tile production, stone quarrying, olive oil soap
NABLUS CITY
Sameer Abu-Eisheh, Ali Abdelhamid and Ayah Hilal
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production, vegetable oil production, food industries,
textile manufacturing and leather tanning.
Nablus has around 175,000 inhabitants, including the
four refugee camps located within the city limits. As for the
total built-up area, it is about 8.7 km2, representing 30% of
the overall land size of the city of about 29 km2.
The master plan that was prepared for Nablus city
in 1946 during the British Mandate, and approved in
1948, continued to guide city development for many
decades. After 1948, a number of partial plans and certain
detailed projects (for areas within the boundaries of the
1948 plan) had been prepared following the expansion
and development of the city. In 1961, a general land
use plan was prepared for the city, which included the
subdivision and classification of lands into various uses
(e.g., residential, commercial, public services, agricultural,
recreational etc.). The 1995 plan was updated in 2006 by
redefining the city’s boundaries to include a total area of
26,8 km2. In 2013, the municipality succeeded in obtaining
approval for a new city master plan with a total area of
about 29 km2.
After the establishment of the Palestinian National
Authority (PNA) in 1994, Nablus City was designated as
the economic capital of Palestine. The city gained its
importance due to many factors: its geographical location
and its historical, political, and economic role, which
led to the transformation of the city into a commercial,
cultural and administrative centre, along with the provision
of high-quality educational and health services. Nablus
hosts many important agencies and institutions of national
or regional relevance, such as hospitals, banks and
universities like An-Najah National University, the largest
in Palestine in terms of student enrolment, staff and the
number of academic programs offered.
As a result of the intense economic and service
activities in Nablus City, it has become a destination for
large numbers of people who travel to the city every day.
PROPOSALS SITE 1: NABLUS CITY
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This has resulted in a large number of vehicles entering
the city daily, which causes increasing traffic congestion
on the major roads, especially along the main east-west
corridor across the valley.
Thus, Nablus suffers from various transport problems,
including traffic congestion, public transport terminals
located inside the CBD, narrow streets, unavailability of
proper public transport services, a high percentage of
private vehicles, parking problems and excessive pollution
in the CBD and some residential areas.
Faisal Street with its branched parallel Al-Ghazali
Street, along with its western extension (Haifa Street), is
the main corridor that passes through the centre of the
city. The street accommodates high traffic volumes, with
heavy volumes of pedestrians crossing the street in the
CBD area. The street is currently crossed by about 60,000
vehicles per day, resulting in considerable delays, tangible
accident problems and conflicts between local traffic,
through traffic and pedestrians crossing the street.
One of the recent plans prepared by Nablus suggested
moving the external public transport terminals to the
outskirts of the city. This would likely have a positive effect
on reducing congestion in the city. However, there have
been no accompanying plans yet on how to transfer the
passengers from or to these terminals most efficiently
in connection with the CBD and other major destinations
in the city. It is clear that the design proposals that were
developed during the student workshops provide plenty of
inspiration on rethinking the public transport system and
the future urban development of Nablus.
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Due to the increased number of private
vehicles and shared taxis, the city
of Nablus is facing a rapid growth in
traffic congestion. In line with the
developments that will soon occur in the
transport sector and given the municipal
intention to start the implementation
of a new eastern and western terminal
for public transport and taxis soon, an
effective connection between the two
terminals and the CBD is necessary.
To develop an efficient public
transport system, the relation between
the road network and the proposed
terminals must be considered. After
studying the context, the city proposed
a bus rapid transit (BRT) system as a
convincing solution for the narrow east-
west corridor between the terminals.
However, the development of the BRT
must account for several key aspects,
such as pedestrian movements, public
transport, private vehicle volumes, peak
hours and the behaviour of drivers.
Moreover, the BRT project should be
co-developed with projects to improve
the walkability of the CBD, i.e., to create
a walkable Nablus. To achieve that goal,
public spaces and sidewalks must be
adjusted and conceived for pedestrians.
On-street parking must be restructured
to provide space for a well-designed
road layout for the BRT, pedestrians,
bicycles and vehicles.
Another problem in Nablus is the
huge presence of shared taxis, for which
the main terminal is in the middle of the
CBD. Thus, distinguishing between two
groups of shared taxis, those serving
the eastern and those serving the
western side of the city, and limiting
them to the old, existing terminals may
ensure a good connection between the
reused terminals through the proposed
pedestrian area, in which people can
stroll around in pleasant surroundings.
Bicycle lanes will facilitate an additional
transport mode for those who want to
move faster between the terminals,
encouraging cycling as complementary
to the BRT to travel along the corridor
and to move around in the CBD area.
Finally, this project aims to stimulate
a mind-switch on transport modes,
giving priority to pedestrians to ensure
a decongested, pleasant yet efficient
walkable Nablus.
GROUP A:
WALKABLE NABLUS
Saeed Amoudi, Ihab Hashem, Manar Eldeen Moghrabi,
Noor Surakji , Sander Velmers
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نظرًا لزيادة عدد السيارات الخاصة وسيارات الأجرة
المشتركة،  فإن مدينة  نابلس  تواجه نموا  سريعا
في الازدحام المروري. وتماشيًا مع التطورات التي
ستحدث  قريبا في قطاع  النقل  في المدينة،  كان
لابد من  عملية  تطوير وتعديل  على البنية  التحتية
في نظام المواصلات في المدينة  للتغلب على أغلب
التحديات المتواجدة في المنطقة.
وبعد  ظهور  نية في السعي  للوصول إلى  حل  جذري
بنقل المحطات الغربية والشرقية وإنشاء محطات
جديدة في  أطراف المدينة كان لا بد من العمل على
إنشاء  وسيلة ربط فعالة  بين  المحطات  الجديدة
ومركز  المدينة مع الأخذ  بعين  الاعتبار عدم  وجود
نظام نقل فعال يلبي الاحتياجات منشودة في الوقت
الحالي.
للوصول إلى نظام نقل فعال علينا أخذ حالة الشوارع
ومواقع  المحطات الجديدة  بعين  الاعتبار،  لذلك  تم
اقتراح استخدام الباص السريع للربط بين المحطات.
هناك العديد من العوامل التي يجب دراستها ومعرفة
علاقتها  وتأثيرها على  عملية  التطوير مثل؛  حركة
المشاة، والمواصلات العامة، وحجم التدفق المروري
المؤثر على المنطقة.
الهدف منشود من هذه الدراسة هو العمل على إنشاء
أماكن آمنة ومشجعة للمشاة في مدينة نابلس
)SULBAN ELBAKLAW).
SULBAN ELBAKLAW :A PUORG
:A PUORG
,ibarhgoM needlE ranaM ,mehsaH bahI ,iduomA deeaS
sremleV srednaS , ijkaruS rooN
نابلس للمشاة
ويجب  إزالة العديد  من  المواقف المتواجدة  في
الشوارع  للعمل على  تسهيل  حركة الباص  السريع
والمشاة والدراجات الهوائية والمركبات.
تتركز المعضلة  الكبرى بوجود عدد هائل من سيارات
النقل العام التي تخدم المناطق المختلفة في المدينة
والتي تصب في محطتها الرئيسية المتواجدة في قلب
المدينة.
ولحل  هذه  المشكلة تم  اقتراح عملية فصل  لمحطة
مركبات  النقل  العام المركزية  ونقلها إلى  مواقع
جديدة: محطة غربية تخدم المنطقة الغربية ومحطة
شرقية تخدم المنطقة الشرقية وذلك في مواقع
محطات القرى الحالية.
للوصول إلى هذه الرؤية كان لا بد من إكمال موضوع
الربط بين هذه المحطات والمحطات التي تم اقتراحها
مسبقًا، لتسهيل عملية تنقل الركاب بين المحطتين،
وذلك  من  خلال  إنشاء ممرات  آمنة ومناسبة  للمشاة
وللدراجات الهوائية وجود ممرات الباص السريع الذي
سيسهل مهمة النقل.
وبعد  إنجاز  ما تم ذكره  من  التحكم بالمواقف  في
الشوارع وإنشاء مسرب للدراجات الهوائية وإنشاء
نظام الباص السريع فإننا نقترب لجعل نابلس خضراء
ومناسبة للمشاة (SULBAN ELBAKLAW).
نابلس للمشاة
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Threats / Weaknesses:
1. Dense Industrial area
2. High density (Balata camp)
3. Bad connection (important public buildings)
4. Bad connection (multifunctional buildings)
5. Pedestrian insecurity for crossing
(towards the centre-schools)
6. Environmental problems in the old city
centre (air and visual pollution, noise)
7. Congestion due to alignment
and traffic signes
8. Speed limit
9. High density (Al Ein camp)
10. Dense industrial area (new terminal)
Opportunities / Strenghts:
1. Connection to surroundings
of the new eastern terminal
2. Concentration of public buildings
3. Future development of the eastern terminal
4. Potential public area (green park)
5. Pedestrian ‘bypass’ area
6. ‘Central park’
7. Good mobility
8. Jaffa street ‘bypass’
9. Commercial activity new western terminal
10. Bus loop (Al-Najah University-Rafidia street)
SITE 1: NABLUS
TWOS analysis large scale: greater Nablus
Opportunity / strenght
Threat / weakness
Corridor
CBD area
10 9 9
7
6
4
3
2
2
1
1
8
10
6
7
5
4
8
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3
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First analysis of threats / weaknesses and opportunitues / strenghts
(TWOS) on a large scale -greater Nablus area – and small scale –
central business district (CBD) area. The CBD is the focus area for
the design proposal.
GROUP A: WALKABLE NABLUS
TWOS analysis local scale: central business district
BRT corridor
Development opportunity
Pedestrian zone opportunity
Pedestrian zone that needs improvement
Missing sidewalk
Parking problem (double, illegal)
Pedestrian crossing problem
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Pedestrian flows
Parking analysis
Traffic flows
Sidewalks analysis
SITE 1: NABLUS
> 2.000 vehicles / hour
1.000 – 2.000 vehicles / hour
500 – 1.000 vehicles / hour
< 500 vehicles / hour
Good condition
Bad condition
Bad condition, other option needed
Missing
Missing, other option needed
Paid parking lot / garage
Paid street parking
Free parking lot / garage
Free street parking
> 1.000 pedestrians / hour
500 – 1.000 pedestrians / hour
< 500 pedestrians / hour
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Second analysis of car traffic and pedestrian flows, the condition
of the sidewalks and the status of toll and free parkings in the CBD
area. The development of a concept of the main roads corridor
crossing the CBD area shows a noticeable distinction between
the CBD area and the eastern – western parts of the city, which
defines the way the corridor is organized and people move along it.
GROUP A: WALKABLE NABLUS
West Nablus East NablusCBD
Curbside parking
Parking lots
Public areas
Pedestrian routing / crossing
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Masterplan ‘Walkable Nablus’
The masterplan is developed according to the ‘pedestrians first’
principle (an adaption of the Flemish ‘STOP’ concept of Caluwé, 2011)
in order to create a safe and pleasant environment. Translating this
concept into design, pedestrian areas, safe and wide sidewalks and
crossings, bicycle lanes and a BRT-system (Bus Rapid Transit) will
be implemented. The existing shared taxi terminal in the heart of the
CBD area will be moved to the newly developed eastern and western
terminals to make the city centre more car free. The masterplan is
divided into three main projects that fulfil these design principles
towards a safe, less congested and pleasant ‘Walkable Nablus’.
SITE 1: NABLUS
49 GROUP A: WALKABLE NABLUS
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The BRT system has its own dedicated lane, implemented on
the right side of the road without interfering with existing buses routes.
On the opposite side a separate bicycle lane can be implemented to
encourage cyclists and guarantee their safety. On intersections, priority
is given to the BRT by implementing a priority traffic light system.
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In the CBD the corridor is split into two main roads. In between,
underused public spaces and other open areas are connected
and redeveloped into a ‘intermediate park’.
Existing buildings Green park zone Roman collumn Benches Bicycle parking Traffic light
Bicycle circulation Pedestrian circulation
Top view design plan for public spaces
GROUP A: WALKABLE NABLUS
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The core of the CBD area is redeveloped into a spacious pedestrian
area surrounded by commercial activities and the main shopping
center in which people can move freely and safely without crossing
a busy road. On the strategic pedestrian crossing point of the
corridor a bridge that gives a direct access from the shopping
area to the hospital is proposed. It smoothly rises from the greater
pedestrian area without constituting a barrier, turning it into an
attractive and safe way to cross the trafficked main corridor.
SITE 1: NABLUS
HOSPITAL
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Green zone
Kiosks
GROUP A: WALKABLE NABLUS
The proposed pedestrian area stretches from around the main
shopping center to the old markets on the south and the bazar
area on the eastern side of the city center. The area offers spaces
to street vendors to store and sell their goods from kiosks, located
between green spaces and trees in order to create a lively and
pleasant environment. In the night time, in some pedestrian
streets cars can be allowed turning them into shared spaces.
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An analysis of the main urban
development challenges of Nablus led
to some important topics emerging:
environmental issues, safety issues,
traffic, public transport, open and
public spaces and cultural attitudes
towards public space. Considering the
most urgent element, while taking into
account the other topics, the emphasis
of our project was on public transport.
Firstly, we identified a corridor serving
as the backbone of the future public
transport system. Secondly, we aimed to
propose a suitable, efficient transport
mode, including an appropriately
designed corridor and bus stops that
support a possible public transport
scenario in Nablus. A large-scale
analysis of the main traffic generators,
safety issues, topographical differences,
previous studies and the current
development of the proposed eastern
and western terminals have been taken
into account for the design. While long-
distance buses will reach Nablus from
the newly proposed western and eastern
terminals, shared taxis will cover the
inner-city’s transport demand.
We therefore propose a BRT system
connecting both terminals, with two
stops in between which will serve the
key connective spots of Nablus. In this
way, the BRT can take advantage of
the existing infrastructure and it will
be complementary to other transport
modes that have specific roles in relation
to the functioning of public transport.
Consequently, we identified a route
with a length of 13.6 km for a bus with a
six-minute frequency during peak hours.
A prepaid system with simultaneously
opening doors will guarantee rapid
bus circulation. Buses will drive in the
opposite sense of car travel, to avoid
parasite cars in the bus lanes and to
assure smooth travel for the BRT. As
a result, the project is conceived as
a connecting spine between several
facilities located along the axis,
strengthening the liveability of the area.
The aim of this approach is to reduce
traffic congestion and air pollution, to
increase accessibility and safety, and
to improve the quality of the public
space along the main artery of Nablus.
Moreover, the BRT system was chosen
because it requires less effort and has
lower implementation costs than other
solutions (e.g., light rail transit). It should
first be developed along the main east-
west corridor, which is most urgently
in need of public transport. Secondly,
it could be developed further and
multiplied by adding other connections
to satisfy the future demand, and to
develop a growing consciousness of the
use of sustainable transport modes. A
large public transport network could
then connect the main routes, by means
of an expanded BRT system, or even by
implementing light rail transit.
GROUP B:
CONNECTING SPINE
Yacob Abu Hantash, Hala Aburas, Ana Dresler, Jehad Kalbouneh,
Nada Jaradat , Sebastiaan Thys
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,henuoblaK daheJ ,relserD anA ,sarubA alaH ,hsatnaH ubA bocaY
syhT naaitsabeS , tadaraJ adaN
البنى التحتية الرابطة
إن تحديات التطور الحضري التي تواجه مدينة نابلس أدت
إلى ظهور بعض القضايا المهمة مثل المشاكل البيئية،
الأمان والسلامة العامة، المواصلات العامة والمرور،
بالإضافة الى الفضاءات والفراغات المفتوحة و السلوك
الاجتماعي تجاهها.
إن  المواصلات العامة كانت هي المحور الأساسي للدراسة
مع الاخذ بعين الاعتبار بقية المواضيع المذكورة آنفا. تقوم
فكرة المشروع على إنشاء ممر حيوي يحدث نقلة نوعية في
مستقبل المواصلات العامة في مدينة نابلس.
إن عملية التخطيط للمسار تمت من خلال الاعتماد على
بعض الدراسات السابقة بالإضافة إلى اتجاهات التطور
الحضري في مدينة نابلس وخاصة فيما يتعلق بالجزء
الغربي من المدينة والمتمثلة بالمحطة الغربية والجزء
الشرقي من المدينة والمتمثلة بالمحطة الشرقية، حيث تم
تحليل استخدامات الأراضي والمباني على مستوى مدينة
نابلس، بهدف التعرف على طبيعة حركة المرور وأماكن
تركزها والاخذ بعين الاعتبار طبيعة الطبوغرافيا السائدة
في المدينة.
إن الربط  ما  بين الجزء  الغربي  والشرقي من  مدينة
نابلس سيتم من خلال خط الباص السريع (dipaR suB
TRB-tisnarT) حيث يصل ما بين المحطتين المقترحتين
الغربية والشرقية، يبلغ طول الخط حوالي 6.31 mK
بمعدل  مرور  كل 6 دقائق  خلال  فترة الذروة.  وبهدف
ضمان فعالية النظام سيتم الاعتماد على نظام مسبق
الدفع، سيعمل خط الباص السريع بشكل تكاملي مع بقية
المواصلات العامة في المدينة وبعكس اتجاه حركتها.
إن الهدف العام من إنشاء خط الباص السريع هو تعزيز
الاعتماد على المواصلات العامة في مدينة نابلس، و
تحقيق التطوير والنمو في استعمالات الأراضي والمباني
المحيطة، بالإضافة إلى اعتباره نقطة انطلاق لتطوير نظام
أوسع يمتد إلى جميع أنحاء مدينة نابلس.
البنى التحتية الرابطة
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Jenin
230 passengers / hour
Tubas
264 passengers / hourTulkarm
300 passengers / hour
Qalqelia
184 passengers / hour
Jericho
82 passengers / hour
Ramallah
and Al-Bireh
265 passengers / hour
Salfit
120 passengers / hour
Passengers arriving at the terminals
Top Amount of arriving passengers per hour from
the surroundings towards the two existing bus terminals
in Nablus displaying potential users of a BRT-system
Below left Concept of the BRT as intermediate transport solution.
While long distances are served by existing buses and short
distances by local taxis, the BRT serves as appropriate
connection complementary to the two existing transport modes
Below right Concept of the BRT as linking spine connecting
the two future terminals, serving and activating important
functions along the corridor.
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Look into the future: the BRT can be considered as the first
step to strengthen public transport. In the future the network
could be extended and completed adding more public
transportation routes to serve the entire area of Nablus (2050).
2020
2030
2050
GROUP B: CONNECTING SPINE
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Peak hours during the week and weekends. The green circles indicate
significant concentration of people in certain areas in peak hours.
SITE 1: NABLUS
Sunday -Thursday
8 - 9 a.m.
Sunday -Thursday
1 - 2 p.m.
Friday - Saturday
12 a.m. - 1 p.m.
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Traffic generators (dots) and population density (surface).
Police station
School
8777 - 11742
>11742
Place of workship
Hospital
Fire station
Sport facilities
Parc
University/College
Traffic generator
1220 - 2709
2709 - 5956
5956 - 8777
Pop 2016
GROUP B: CONNECTING SPINE
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The BRT route as linking spine, connecting the future
developments of the proposed bus terminals and important
existing functions that can be served by bus stops along the route
bus stop
connecting potential
of future bus stops
bus terminal
parks
schools
hospitals & healthcare
commercial use
mixed use
governmental use
religious buildings
parking shared taxi
parking shared taxi & private
camps & housing
industrial
used cars area
wedding hall
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bus stop
BRT roadstops from east to west
stops from west to east
high pedestrian volume
traffic light
roads entering the main corridor
road network
bus terminal
PROPOSALS
Circulation scheme of the bus (every five minutes) with its
position as well as possible obstacles to its traffic flow.
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The west terminal
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Top Redevelopment of the proposed western terminal with
new spaces for pedestrians and circulation schemes.
Botrom Cross-section showing the proposed redesign of roads.
Priority is given to pedestrians thanks to large sidewalks and safe
crossings. A separate BRT lane is implemented (with opposite
circulation in order to avoid parasite use by other vehicles).
total width : 29,5 m
total space BRT: 8,7 m
5,0 m 5,0 m2,7 m 2,7 m 2,7 m 2,7 m3,6 m 3,6 m
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Top The proposed area for the second bus stop contains numerous
governmental departments and educational institutions that generate
a constant flow between the different institutions. The exact location
of the bus stop was chosen according to the position of these facilities.
Bottom The island-platform in the middle of the road with
separated lanes provide a safe and functional waiting area for
passengers and road crossing, making sure no public space gets lost.
Bus stop 2 and pedestrian flows
7
3
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School and Educational Institutions
Ministry buildings
Recreational area
67
Bus stop and information public signage.
Recognizable elements will contribute to the identity
of the place by developing characteristic public
furnitures in the area based on existing ones.
Bus stop design
GROUP B: CONNECTING SPINE
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SITE 2
RAMALLAH
GROUP A
EV Y DE SMEDT
GIEL VANHOUT TE
ISRA NASER
AHMAD QASARWAH
GROUP B
MICHELLE JANSSEN
MOHAMMED JERMI
HEBA GHANNAM
TAMARA ADEEB
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Ramallah is a Palestinian city located in roughly the middle
of the West Bank, 10 kilometres north of Jerusalem at
an average elevation of 880 metres above sea level. The
city lies alongside the main north-south corridor crossing
the West Bank in Al-Bireh, Ramallah’s twin city. The word
‘Ramallah’ is composed of two parts; ‘Ram’, an Aramaic
word that means ‘high place or mountain’, and ‘Allah’, the
Arabic word for God, or ‘the Hill of God’.
During the process of establishing a new Palestinian
state as part of the peace process between the Palestin-
ians and Israelis, the city of Ramallah has changed and
transformed from a district city to being at the national
core. During this process, Ramallah has grown and
developed to be the de facto capital of the Palestinian
National Authority, in spite of the Palestinians naming East
Jerusalem as the capital of the emerging Palestinian State.
The process of urbanization that has occurred in
the Palestinian territories in the last four decades has
expanded the built-up areas of the towns and cities in
the central West Bank. Today, the built-up area of the
metropolitan area of Jerusalem and Ramallah remains
within this area, flanked by Bethlehem in the south
and Birzeit in the north. This Palestinian Jerusalem
metropolitan area is currently truncated as a result of the
geo-political conditions imposed by the Israeli occupation.
The location of Ramallah in this urban conglomerate
has contributed to its rapid growth, and this growth has
attracted a number of governmental institutions to it,
RAMALLAH CITY
Ali Abdelhamid and Sameer Abu-Eisheh
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which has become a major influencing factor in its
development and expansion.
The community in Ramallah is characterized by
diversity. The town was opened to Palestinian immigration
from the Palestinian coast and the nearby areas, where
people were compelled to leave their home during
the Nakba in 1948. The housing and land market that
developed in Ramallah contributed to the growth of a
mosaic of communities, along with the establishment of
the Palestinian National Authority and the expansion of the
urbanist regulatory process within the city.
The city’s physical layout developed from 5,000
dunums in its first master plan in the 1960s to around
10,000 dunums in the 2nd master plan in 1999 and it later
expanded to about 18,693 dunums in the proposed master
plan of 2014.
According to the Ramallah Municipality, in 2016 the city
included around 13,000 residential units and around 63,000
inhabitants, having witnessed a construction boom for the
past two decades. However, it is estimated that thousands
of flats are uninhabited due to the high prices in the real-
estate market.
Moreover, despite the fact that the city of Ramallah
is not an ancient centre, it is considered as one of the
most attractive Palestinian areas for visitors and tourists.
As a result, new and integrated facilities for tourism have
been established to meet the demand, which has led to a
significant improvement in the local and national economy.
The recent increase in population and economic
activity has resulted in the considerable growth of
vehicular trips in an area that was already congested.
To cope with this, the Municipalities of Ramallah and Al-
Bireh have undertaken several road rehabilitations and
traffic improvements related to circulation, parking and
public transport during the last few years. Despite that,
traffic conditions, in general, have not improved much.
PROPOSALS SITE 2: RAMALLAH
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The nature of the development of the twin cities of
Ramallah and Al-Bireh has followed a linear form, both
sharing the same CBD, in which six streets radiate from
Al-Manara Square. Thus, the CBD is maybe the most
important and congested place in the city, acting as
a linkage point between the various parts of the two
cities and being characterized by high concentrations of
traffic volumes along with the very important presence
of pedestrians. The CBD is also home to the main bus and
shared taxi terminals for public transport, which link the
two cities with the rest of the West Bank. Traffic congestion
lasts for almost the whole day. Streets are also crowded
with parked vehicles. We strongly believe that the design
proposals developed during the student workshops will
provide part of the solution to make the centre of Ramallah
more pleasant, which will include public space that will
be highly valued, both because of its practical use and
because of its symbolic meaning.
RAMALLAH CITY
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Ramallah city concentrates many func-
tions on different scales. On a large
scale, it is the capital of the Palestinian
National Authority, it is a center for mani-
festations and a symbol of the Palestin-
ian state. However, the city is a pas-
sage for traffic trough the center, which
creates a car-dominated environment.
Because of that and due to extensive
parking spaces, on a medium-scale that
characteristic is heavily dominant. Also
on a small scale, the recently developed
public spaces in the CBD is dominated by
cars and it is designed to actually sup-
port them in the area.
To cope with the above described
conflict of scales, a time perspective
has been introduced in the design vision.
During the day the small-scale is the
most important: related functions such
as shopping and tourism depend on
good pedestrian connections that
should be improved. During the evening
it is crucial to focus on businesses in
the CBD increasing their connectivity
with the surrounding areas. On a wider
scale, large events, manifestations and
protests need to be accommodated
because of the institutional function
of Ramallah.
The mobility issue needs to be solved
at first: the proposed ring road has
to be supported by public transport,
implementing new bus lines. During
the day taxis can stop at the edge of
the city and high frequency busses can
bring people to the CBD, transformed
into a pedestrian zone where bus lines
do not cross or overlap in order to avoid
congestion. By doing this the pedestrian
zone is also used as a public transport
transit zone, increasing the number of
transiting people, keeping the CBD as
a lively area even reducing car traffic.
During the evening and night however,
passengers would not use buses
frequently. To avoid having an empty CBD
pedestrian zone at night, the proposed
bus stops can support a limited number
of taxi vans which can drive following the
same bus routes, to guarantee the shift
between small and medium scale.
In case large gatherings and events
will dominate the central space, cars
will be not allowed in the central area,
bus routes will be cut off from the city
center and bus stops can be used as
turning points to ensure the full spatial
capacity for pedestrians. The walking
distance between bus stops would then
be bigger but the CBD could still be
reached by foot: that is acceptable since
during events the transit function is less
important and bus stops will become
final destinations.
Solving the main traffic issues many
car dominated spaces become available
for other uses. Different functions could
then be implemented supporting every
scale, giving the necessary attention to
existing activities (i.e. the market that
already is a pedestrian zone). Moreover,
passages trough buildings connecting
former parking spaces might become
public areas allowing the development
of new activities at the backside of
buildings and improving the overall
liveability of the center of Ramallah.
GROUP A:
A  NEW CENTRALITY
BALANCING TIME AND SCALES
Evy De Smedt , Giel Vanhoutte, Isra Naser, Ahmad Qasarwah
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مركزية جديدة
لموازنة مختلف الوقت والأبعاد
hawrasaQ damhA , resaN arsI , ettuohnaV leiG ,tdemS eD yvE
رام الله تمتلك عدة استخدامات بمقاييس مختلفة، حيث
تعتبر حاليا العاصمة المؤقتة لدولة فلسطين و ذلك يجعلها
مركز جذب اهتمام فلسطينيين العالم في الداخل و الخارج.
و تتمركز في رام الله مجموعة من الأنشطة الاجتماعية 
كالاعتصام للاحتجاج على ما يراه الشعب مخالفا أو ظالما
له و هذا يكون لدينا المقياس الكبير للعمل، في الوقت
نفسه تشكل المدينة ممرا مهما للحركة المركبات بكافة
أنواعها و تشكل مترابطة المقياس المتوسط لمنظورنا
للمنطقة بغض النظر عن المقاييس الأخرى و يعتبر
المقياس المتحكم بالمنطقة ، و على المقياس الصغير
نرى تواجدا جديدا لاماكن تخدم المواطنين و لكن بسبب
الازدحام  المروري و كثافة  الحركة المرورية  هذه الأماكن
العامة أصبحت خادمة لحركة المواصلات أكثر منها لتواجد
المواطنين.
تم تعريف فترات زمنية لاستخدامها في التحكم بالمقاييس
المختلفة و إعطائها حصص عادلة مع القليل من التنظيم،
حيث يعتبر المقياس الصفير “المواطنين، المشاة”
هم العنصر المستحق للبقاء في مركز المدينة للقيام
بالنشاطات المختلفة متمثلة في التسوق، السياحة و غيرها
في فترة النهار.
في المساء يتم فتح المجال للمقياس المتوسط متمثلا في
المركبات لدخول المدينة للحفاظ على الأعمال و الحركة
في مركزها و كذلك يسمح للمحتجين و المعتصمين
التواجد للمطالبة بما يرونه حقا لهم.
التنقل و الحركة في مركز المدينة :
لا يمكن حل مشكلة الازدحام و الحركة المرورية في مركز
المدينة إلا بتطبيق نظام مواصلات عامة متمثلا لدينا
بخطوط حافلات عامة للنقل حيث تعمل هذه الحافلات في
فترة  النهار و  كافة  أنواع المركبات  لا  تملك الحق  بدخول
حدود تم وضعها حول منطقة مركز المدينة، بذلك تكون
الحافلات وسيلة نقل المواطنين الوحيدة لمركز المدينة
الذي يصنف على أنه منطقة مشاة فقط في ذلك الوقت،
تفاديا  لحصول ازدحام  و  تداخل في حركة  الحافلات مع
حركة المشاة، تمنع الحافلات من دخول مركز المدينة
و قطعه حيث تتوقف في محطات يفصل بينها مسافات
مقبولة يتحرك فيها الراكب للوصول إلى محطة أخرى
ليستقل منها حافلة لمكان أخر.
في فترة المساء عادة لا توجد كثافة لحركة الناس في
وسط المدينة فيتوقف خط الحافلات عن العمل و يستبدل
المقياس الصغير بالمتوسط حيث يسمح لسيارات الأجرة
بالدخول و الاصطفاف في مواقف الباصات للحفاظ على
ديناميكية الحركة في المركز و تنقل من يحتاج للحركة من
المواطنين و غيره.
في  حالة وجود  حدث  مهم أو احتفال  تستخدم مواقف
الباصات كمنطقة لتلتف منها الحافلة حول المدينة
حيث تتوقف الحركة في المحطات الداخلة و تصبح تابعة
لاستخدام المشاة و المحتفلين، تصبح المسافات أكبر بين
المحطات للمتنقلين بين الحافلات لطع مركز المدينة
ولكنها تبقى ضمن المعايير المطبقة لمنطقة المشاة.
بعد التوصل لحلول خاصة بالحركة و النقل أصبح بإمكاننا
استخدام مناطق كانت تستخدم لحركة و اصطفاف
المركبات في استخدامات أخرى تخدم المشاة، مثال على
ذلك الكثير من الأراضي التي كانت تستخدم كمصف
سيارات أصبح بالإمكان استخدامها في نشاطات أخرى مثل
تحويلها إلى أماكن خضراء أو إلى مراكز تسوق و غيرها.
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Ramallah is the symbolic heart of
the Palestinian diaspora worldwide
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Location of the territory of Ramallah in the context of the West Bank
PROPOSALS SITE 2: RAMALLAH
Jenin
Tubas
Ramallah
Qalqilia
Nablus
Jerusalem
Jerihco
Palestinian Communities
Jewish Colonies and military sites
Roads
Governorates Boundary Ministries of Palestinian
Authority
Actual Border
Tulkarem
Bethlehem
Hebron
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The fragmented territory of Ramallah and Al-Bireh Gouvernement
Main streets
Cites borders
Separation wall
Area C
Area B
Area A
Israeli settlements
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Top The average presence of cars in the CBD of Ramallah
in a week day.
Bottom Trees in the recently built new public space
of Ramallah CBD: it coincides with car dominated areas.
PROPOSALS SITE 2: RAMALLAH
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The monument of Al Manarah square represent a centrality
around which shops and commercial activities take place.
However, car traffic turns it into a congested place generating
conflict with pedestrian flows.
The central Arafat square is a place used for public protests,
events, manifestations. However there is no dedicated space
and roads are occupied generating conflicts with car traffic.
The existing fences along the roads can be positive, because
they guarantee safety for pedestrians. However, cars have
more dedicated space and can drive faster.
GROUP A: A NEW CENTRALITY
BALANCING TIME AND SCALES
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Relation between different scales, corresponding
to different functions, and time.
Beltunia Ramallah
Al-Bireh
Daytime
Small scale more importance
Medium scale more importance
Large scale more importance
Nighttime
Events
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To maintain the public transport in
the evening and at night when there
is not enough demand for the big
bus lines, the shuttle terminals are
moved back into the CBD. The prority
shifs from small scall during the day
to medium at night.
In order to guarantee a public
transport in the evening and at night
when there is less or no bus service,
bus stops in the CBD can be used as
shuttle terminals.
During events transit through the
CBD will be avoided as it will be
a final destination: in that case
public transport does not cross
the pedestrian zone but stops at
walking distance from the CBD.
The pedestrian zone is normally
used as a public transport transit
area. All public transport lines stop
within the pedestrian zone.
GROUP A: A NEW CENTRALITY
BALANCING TIME AND SCALES
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1. To avoid turning the pedestrian zone into a public transport corridor
bus lines are kept separate in order to reduce their frequency.
2. During events public transport can use the proposed ring road and
can turn around at bus stops to avoid the pedestrian zone.
Public transport during events
Public transport during regular days
Pedestrian zone events
Pedestrian zones regular days
GROUP A: A NEW CENTRALITY
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PP
1. Existing situation where open spaces are used for
car infrastructure and services.
2. Open areas are used as public spaces and
facilitate public transport
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1. Bus stops can be used by busses or taxi-vans depending on
the necessary capacity. They also allow busses to turn
around during events.
2. Bus stops can be used by busses or taxi-vans occupying
a part of the old taxi terminal.
3. A structure-shelter is placed between the bus lines to transform
it into a pedestrian area instead of a public transport corridor.
4. Cars are allowed to reach the roundabout when there are
no events. During events roundabouts are completely car free.
GROUP A: A NEW CENTRALITY
BALANCING TIME AND SCALES
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Reducing the car dominance in Ramallah city center. Other design
interventions can enhance the quality of the area and facilitate
the circulation, paying attention to different scales and needs.
Pedestrian zone
LARGE SCALE
MEDIUM SCALE
SMALL SCALE
GROUP A: A NEW CENTRALITY
BALANCING TIME AND SCALES
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GROUP B:
REVEALING SPATIAL
OPPORTUNITIES THROUGH
A MULTIMODAL APPROACH
Michelle Janssen, Mohammed Jer mi, Heba Ghannam, Tamara Adeeb
The city of Ramallah and its historical
center suffer from unorganized traffic
and a lack of public spaces, which trans-
late into environmental and transport
issues. The large number of cars and
shared taxis in the CBD limit outdoor
activities and public events. Most of the
CBD is densely built due to the high cost
of the land. It’s clear that most of the
little remaining open space should be
protected preventing negative conse-
quences such as the urban heat island
effect and car pollution. Local practices
and the livability of the area suffer from
these negative mobility issues. The aim
of the proposal is to reverse that trend by
highlighting the landmarks of Ramallah
and converting the car oriented city to
one designed for pedestrians.
To make all that possible, it was
necessary to take into account the cur-
rent vision and work with a system that
prevents taxis and cars from entering the
CBD. Focussing on the ring road system,
we created a two-way road system and
several design proposals: an internal
ring, only for cars and buses – circulating
clockwise – and an external ring for cars
and buses – moving counterclockwise.
Some driving directions were changed to
create a loop system between both ring
roads. In the CBD the existing termi-
nals will be moved to the internal and
external ring road. The two new proposed
bus stations in the CBD will make such a
future car free connection possible.
The Municipal proposal for the new
bus terminal consists of a twelve storey
new parking building. Since such build-
ing would block the view of Ramallah’s
skyline, while erasing a strategic open
space, another solution should be ex-
plored. An underground parking can be
built instead, which would take advan-
tage of the twenty-five meters of topo-
graphical difference in height. On top, the
parking is designed as an open space.
Following the topography, at every floor
natural ventilation and lighting would be
allowed to enter the building, avoiding air
pollution and darkness that characterise
most of the terminals in Ramallah. The
new public space will provide the op-
portunity to create a new bus station, a
green area and a belvedere. Local shops,
markets and public functions can given
rise, attracted by the new centrality of
the building, easily reachable from the
main squares via pedestrian connec-
tions. In the future, other open spaces
can reinforce public uses, creating a
(tourist) path to the old city.
How to realise that? Alternative
transport modes allows to reduce the
number of cars in the CBD: switching
from private cars to buses or even
to bikes (as far as this is allowed by
the topography), using the proposed
terminals outside the city center and
introducing new bus lines and bike
stations. The cost of parking inside
the ring will be more expensive than
outside, encouraging the use of buses
to get to the center. In the CBD cars
will have dedicated roads only, while
a new street design will provide more
space for shopkeepers and pedestrians,
preventing illegal parking while
encouraging more appropriate and
sustainable behaviours.
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beedA aramaT ,mannahG abeH ,im reJ demmahoM ,nessnaJ ellehciM
الكشف عن الفرص المكانية من خلال
اتباع نهج متعدد النماذج
تواجه  مدينة رام الله  ومركزها التاريخي  حركة مرورية
غير منظمة، فضلا عن نقص في المساحات العامة. العدد
الهائل  من  المركبات  و  سيارات الاجرة في  مركز المدينة
ادى الى محدودية وتقليل الانشطة الخارجية والمناسبات
العامة في المنطقة، كل شبر في المنطقة المركز تم بناؤه
وذلك بسبب ارتفاع سعر الارض. من الواضح ان المساحات
المفتوحة المتبقية يجب حمايتها. بهذه الطريقة يمكننا
منع التأثير السلبي في التسخين و تلوث الهواء الناتج
عن المركبات، الثقافة المحلية وحيوية المنطقة اضمحلت
واندثرت بسبب قضايا التنقل السلبية، نريد ان نقلل من
هذه الاثار من خلال ازالة الطابع الغربي وتسليط الضوء
على معالم مدينة رام الله.
يمكن  القول ان  الهدف  هو تحويل  مدينة  رام الله من
مدينة مصممة للمركبات لمدينة مصممة للمشاة، كان
هذا من خلال عمل نظام الطريق الالتفافي، من خلال إعداد
تصاميم مقترحة للطريق الالتفافي، انسب تصميم كان 
نظام الطريق الالتفافي ذو الاتجاهين.
الطريق الالتفافي الداخلي للسيارات و الحافلات- التي
ستتحرك مع عقارب الساعة، والطريق الالتفافي الخارجي
للسيارات و الحافلات- التي ستتحرك عكس عقارب الساعة،
لهذا تم تغيير اتجاهات بعض الطرق وبذلك تستطيع
السيارات العمل ضمن نظام دائري بين الطرق الالتفافية.
في المركز، المجمعات (المحطات) سيتم نقلها الى الطرق
الالتفافية الداخلية والخارجية، موقفا الباصات الجديدين
المقترحان في المركز سيجعلان حرية اتصال المركبات
ممكنا. البلدية لديها فكرة اخرى حول المكان الذي
اقترحناه لمحطات الحافلات. اقترحو اموقف متعدد الطوابق
يصل عددها اللى اثني عشرة طابق. الدمج بين الاقتراحين
سيعطي انطباع اخر للمنطقة. لان المبنى المرتفع سيغطي
خط السماء لمدينة رام الله وبالتالي القيمة الجمالية
للاطلالة، غالبا سيتم منع ذلك – حجب الاطلالة – من
خلال عمل موقف تحت الارض، في الاصل يوجد لدينا فرق
ارتفاعات خمسة وعشرين مترا لذلك يمكن تنفيذ هذا
التصميم. 
تصميم هذا الموقف يكون مع نظام مفتوح الذي سيأخذ
نفس شكل الطبوغرافية حيث نريد ان نمنع الاخطاء
السابقة، معظم التجمعات في مدينة رام الله تواجه مشكلة
تلوث الهواء ونقص في الضوء الطبيعي، مع النظام
المفتوح نجعل حركة الهواء متوفرة في الموقف. نظام
الثقوب المفتوحة في الاعلى سيسمح في دخول اشعة
الشمس، هذه المساحة الجديدة في الاعلى ستعطينا فرصة
انشاء موقف باصات جديد مع مساحة مفتوحة وخضراء
لذلك يمكن الاستفادة من هذه الاطلالة هذه المساحة
العامة المفتوحة سيتم تمويلها من خلال مباني للبلدية
وهي عبارة عن محلات صغيرة. بهذه الطريقة صنعنا الحل
الامثل، حافظنا على خط الافق للمدينة والاشجار و المناطق
المفتوحة.
هذا سيكون على مشي مسافة بين اهم ساحتين في المركز
وسيكونان فارغان من السيارات، في المستقبل المساحات
المفتوحة المتبقية يمكن أن تحول الى الاستخدام العام
وانشاء مسار سياحي للبلدة القديمة، كيف يجعل كل
ذلك ممكنا؟ تبديل نموذج المواصلات يسمح لنا ان نقلل
كمية السيارات في مركز المدينة، من السيارات الخاصة
الى الباصات  او حتى الى دراجات. هذا من خلال  استخدام
اقتراح  الموقف  الجديد خارج  مركز المدينة  وتقديم
مواقف للدراجات والباصات، طبوغرافية المنطقة تسمح
لنا باستخدام نظام الدراجات. تكلفة الموقف في الطريق
الالتفافي الداخلي ستكون اعلى ثمن من الموقف في
الطريق الالتفافي الخارجي. هذه الطريق ستكون افضل
حتى يستخدم الناس المواقف الموجودة على الطريق
الالتفافي الخارجي والباصات عليهم الذهاب هناك.اضافة
لذلك غيرنا تصميم الشوارع وجعلنا هناك مساحة اكبر
لاصحاب المحلات التجارية و للمشاة ومنعنا للمواقف غير
القانونية والسيارات ايضا.
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Situating Ramallah
Above the CBD core within Ramallah - Al-Bireh - Betunya Municipality
Below build space highlighting the density of the CBD and around
the main squares
97 GROUP B: REVEALING SPATIAL OPPORTUNITIES
Bike-pedestrian distance between the central squares of the CBD
and possible locations for bike-sharing points along the main axis.
Every radius measures 100 meters.
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Switch transportmodi
Free parking outside the outer ring.
Cheap between outer and inner ring.
Expensive in the central area.
New circulation plan: car traffic is redirected along the ring road, that
is connected to a system of loops. In order to reduce traffic pressure,
cars coming from outside Ramallah can use terminals situated along
the ring, changing mode to public transport or taxis. Terminals are
meant to be new centralities condensing urban activities.
In the central area is privileged
pedestrian, bike traffic and shared
taxis.
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GROUP B: REVEALING SPATIAL OPPORTUNITIES
Traffic in the CBD
Existing situation
New situation
Street uses during the day and at night
100 PROPOSALS SITE 2: RAMALLAH
Car and bus circulation between outer and inner ring
Northern terminal
15 min outer ring
6 min inner ring
101 GROUP B: REVEALING SPATIAL OPPORTUNITIES
Northern terminal: topography and connection
to the central Al Manarah square
Top The belvedere-square offers a highly connected public space.
Bottom Sections of the new northern underground terminal:
natural ventilation and lighting is possible taking advantage
of the topography.
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street section and bus circulation
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Public space and
vitality
Change carparkings
into space for shop
keepers and markets
Place for gathering,
manifestations
Design proposal
Design proposal
Multi-use public space
multimodal transport
Switch transport-modi, from the outer
terminals to the city center
Meeting Points
Introducing biking-stations Connecting the main squares
through a car-free zone
New car micro and
macro circulation
Move Taxi terminals
outside the CBD
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Bird eye view of the new northern terminal
1
2
3
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The themes of urban liveability and sustainable mobility
have become essential parts of the public debate in Europe
and the rest of the Global North, but they are becoming
increasingly important worldwide. Mayors of larger cities
are taking more and more responsibility, attempting to
make their cities more attractive and healthier for their
inhabitants, without compromising accessibility. From 2025,
Paris, Madrid and Athens will introduce bans on diesel cars,
and in Brussels, the most polluting vehicles may already be
out of town by 2018. Other Western cities, such as London,
Stockholm and Milan, have staged road pricing schemes
for motor vehicles, but there are also successful cases
elsewhere (e.g., Curitiba) and emerging ones (e.g., Moscow,
Mexico City). All these cities are places where people want
to meet, work, attend school or spend time together in all
kinds of healthy, safe and pleasant ways. However, where
people want to come together, cars are also gathering, as
a result of which city centres are losing their appeal. The
Danish urban designer Jan Gehl has already noticed this: he
has stated that cities need to be designed for people, not
for cars. By banning cars from the city, but maintaining the
accessibility of the centre by providing alternatives, we can
restore the attractiveness of our cities.
Meanwhile this awareness is no longer confined to the
Western world, as is evident from the best practices that
the students participating in the workshops outlined in this
book sought out. Bus rapid transit systems are emerging
in Africa and the Middle East, in a range of countries that
TOWARDS LIVEABLE AND
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are attempting to invest important resources to solve
mobility issues despite other urgent needs: for example,
the phenomenon is emerging in Lagos (Nigeria), Marrakech
(Morocco) and Amman (Jordan), while a tram network is
being built in Addis Ababa (Ethiopia). The intentions are
similar in most of the cases: making the city more attractive
as a place to live and as an economic centre, enhancing its
accessibility to more people, and mitigating the nuisance
and environmental impact of traffic and taking the
opportunity to drive the urban development in a positive way.
Whether talking about the cities of the Global North
or South, turning this story into practice requires well-
educated and trained technicians and policy makers,
including experts who manage to unite the disciplines
of transport planning and urban design practice. Having
been in school for a long time is not enough: this is
about a discipline that one can only learn by doing. Since
standard solutions lead nowhere, it is also important
for students to get in touch with other contexts, to
discuss with professionals with different points of view
and to experiment with solutions that challenge their
own perspective. Travels, exchanges and international
partnerships certainly play an important role in developing
innovative solutions to urban liveability and mobility.
That is probably even more important in the case of
Palestine, where many youths and students are physically
cut off from the rest of the world by the unresolved Israeli-
Palestinian conflict. Despite the high educational standards,
digital communication and the intensive thinking taking
place within the various municipal councils, with ministries
of mobility and urban development, as a matter of fact
students in Palestine have few opportunities to incorporate
personal international experiences during their studies.
Moreover, Western European students are often not
used to working in an environment with limited resources,
an uncertain political framework, or with lots of externally
imposed constraints. In short, an exchange between Belgian
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and Palestinian students and their collaborative work could
not only further develop their knowledge of transport and
spatial planning mutually, but also, from our perspective,
refine the Belgian skills in finding spatial and technical
solutions in a creative, yet highly contextual manner.
That aspect is particularly clear from the results of
the research in the design workshops, of which this book
includes a fine sample. It is wonderful to see how, through
the process of analysis and design, the centrality of cars
slowly faded into the background while pedestrians, public
transport and spaces gained ground. For example, the
identity and the symbolic value of places like Yasser Arafat
Square emerged strongly, eventually overwhelming the
current role of the square as a crowded junction. Solutions
are sought to get cars and shared taxis out of the centre,
and to organize and concentrate parking areas. Vacant,
fragmented or underused spaces in the city are no longer
viewed as mere opportunities to realize new developments
or to provide temporary parking space, but they can be
turned into collective hard or soft spaces to increase the
environmental quality for pedestrians. These proposals,
which often originate in urban design theory and practice,
however, did not prevent participants from developing
proposals on hard road infrastructure issues as well.
The questions of how bus lanes are best designed, whether
lane widths are appropriate, how pedestrian crossings
should be implemented, and the roles of bus stops and
light controlled junctions with priority schemes were all
addressed thoroughly.
Finally, we are looking back on this experience in a
very satisfied way. We have worked on mutual capacity
building and progressive insight, and for both the students
and the accompanying teachers and professors this was
a memorable experience. We look forward to a sequel,
in which we hope Palestinian students, in turn, will have
the opportunity to benefit from a similar experience
abroad in Belgium.
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سياسات، بما في ذلك الخبراء الذين بإمكانهم توحيد مجالي تخطيط النقل والتصميم
الحضري، وإنه لا يمكن الحصول على المعرفة في هذا المجال من خلال الدراسة فقط
حتى لو امتدت فترة الدراسة، ولكن يمكن استنباطها عن طريق الممارسة.
وبما أن الحلول النمطية قد تكون غير فعالة، فإن أيضا سبب مهم للطلبة ليكونوا على
اتصال بسياقات أخرى للتباحث مع مهنيين ذوي وجهات نظر مختلفة، ولتجربة حلول
تتحدى وجهات نظرهم الخاصة، كما أن السفر والتبادل والشراكات الدولية تلعب دورا
هاما في تطوير حلول مبتكرة للعيش في المناطق الحضرية والتنقل.
وبالنسبة لفلسطين، فإن ذلك أكثر أهمية، حيث أن جزءا كبيرا من الشباب والطلبة
الفلسطينيين بعيدين فيزيائيا عن باقي العالم بسبب الصراع الإسرائيلي الفلسطيني
المستعصي الناجم عن الاحتلال، وبالرغم من وجود معايير التعليم العالية والتواصل
الرقمي والتفكير المكثف التي توفرها مجالس البلديات المختلفة بالتعاون مع وزارتي
النقل والمواصلات والحكم المحلي، إلا أن الطلبة في فلسطين لديهم فرص قليلة
للاندماج  بالخبرات  الدولية  الشخصية  خلال  دراستهم.  وعلاوة  على  ذلك،  فإن  الطلبة
الأوروبيين  الغربيين  غالبا  غير  معتادين  على  العمل  في  بيئة  ذات  موارد محدودة، في
إطار  سياسي  غامض،  أو  مع  الكثير  من  القيود  المفروضة  من  الخارج.  وباختصار،  فإن
التبادل بين الطلبة البلجيكيين والفلسطينيين وعملهم التعاوني لا يمكن أن يؤدي
فقط إلى تطوير معرفتهم المتبادلة في التنقل والتخطيط المكاني، ولكن أيضا، من
وجهة نظرنا، يؤدي إلى صقل مهارات الطلبة البلجيكيين في إيجاد حلول مكانية وتقنية
بطريقة خلاقة ولكن في الوقت نفسه في إطار السياق.
إن هذا الجانب واضح بشكل ملحوظ من خلال نتائج البحث لورش العمل التي تناولت
التصميم،  التي شملت عينة لا باس بها، في هذا  الكتاب.  إنه لأمر جيد أن نرى، ومن
خلال عملية التحليل والتصميم، كيف أن مركزية السيارات تتلاشى ببطء في حين كسب
المشاة والنقل العام والفراغات تلك المركزية. فعلى سبيل المثال، ظهرت هوية وقيمة
رمزية لأماكن  مثل  ميدان ياسر  عرفات  في  رام الله، الذي ظهر  بقوة، حيث  تعزز هذه
الهوية والقيمة في نهاية المطاف مقابل الدور الحالي للميدان كتقاطع طرق مزدحم.
وقد سعت الحلول لاستبعاد السيارات وسيارات الأجرة المشتركة خارج المركز، وتنظيم
وتركيز مناطق إيقاف السيارات، أما الفراغات الشاغرة، المجزأة أو قليلة الاستخدام في
المدينة لم يعد ينظر إليها على أنها مجرد فرص لتحقيق تطورات جديدة أو توفير
أماكن مؤقتة لإيقاف السيارات، ولكن يمكن تحويلها إلى فراغات عامة مادية أو طبيعية
بهدف تحسين نوعية البيئة للمشاة.
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إن مواضيع العيش في المناطق الحضرية والتنقل المستدام أصبحت جزءًاف لا يتجزأ 
من  النقاش  العام  في  أوروبا  وبقية  شمال  الكرة  الأرضية،  ولكنها  بدأت تظهر  على
نحو متزايد في جميع أنحاء العالم. ويأخذ رؤساء بلديات المدن الكبرى على عاتقهم
المزيد من المسؤولية محاولين جعل مدنهم أكثر جاذبية وأكثر صحة للسكن فيها،
دون المساس بإمكانيات الوصول، فمن عام 5202، ستقوم مدن باريس ومدريد وأثينا
بحظر سيارات الديزل، وفي بروكسل، سيتم التخلص من المركبات الأكثر تلويثا للبيئة
خارج المدينة بحلول 8102، أما بالنسبة لمدن غربية أخرى مثل لندن وستوكهولم
وميلان، فقد تم وضع خطط مرحلية لتطبيق نظام فرض رسوم لمرور السيارات، وفي
الوقت  ذاته،  يمكننا  تسجيل  حالات  أخرى  ناجحة  في  دول  أخرى  خارج  الاتحاد  الأوروبي
مثل كوريتيبا بالبرازيل، وموسكو، ومكسيكو سيتي.
كل هذه المدن هي أماكن حيث يريد الناس اللقاء والعمل والذهاب للمدرسة أو قضاء
الوقت بطرق مريحة وآمنة وصحية. وفقط عندما يريد الناس الاجتماع لممارسة أمر
ما، فإن السيارات تتجمع على وجه الخصوص، الأمر الذي في الواقع يجعل مراكز المدن
تفقد جاذبيتها. ولقد قام المصمم الحضري الدنماركي جان غيل بالفعل بالكتابة حول
ذلك، حيث قال: إن المدن بحاجة إلى أن تكون مصممة للناس، وليس للسيارات. كما
يمكننا استعادة جاذبية مدننا من خلال حظر السيارات في المدينة، مع الحفاظ على
سهولة  الوصول  لمركزها  من خلال  توفير  حلول  بديلة،  وفي  الوقت  نفسه،  فإن  هذا
الوعي ليس محصورا على العالم الغربي، كما هو واضح من أفضل الممارسات التي
سعى لها الطلبة المشاركين في ورش العمل كما يظهر في هذا الكتاب.
إن أنظمة النقل السريع باستخدام الحافلات بدأت بالظهور في أفريقيا والشرق الأوسط
في مجموعة من الدول التي تحاول استثمار الموارد الهامة لحل قضايا التنقل رغم
الاحتياجات  الملحة  الأخرى،  فمثلا  يمكننا  أن  نرى هذه  الظاهرة  الناشئة  في  لاغوس
(نيجيريا)  ومراكش  (المغرب)  وعمان  (الأردن)،  في  حين  جاري العمل  على بناء  شبكة
ترام في أديس أبابا (إثيوبيا).
إن أهداف الخطط متشابهة في معظم الحالات، كجعل المدينة أكثر جاذبية للعيش
وجعلها مركزا  اقتصاديا، وتعزيز إمكانية  الوصول  إلى عدد  أكبر من  الناس، وفي ذات
الوقت تخفيف الإزعاج والأثر البيئي الناجم عن حركة المرور وانتهاز الفرصة لدفع التنمية
الحضرية بطريقة نوعية، وسواء كان الحديث عن مدن شمال الكرة الأرضية أو جنوبها،
فإن تحويل النظرية إلى واقع يتطلب وجود فنيين محترفين ومدربين جيدا وصانعي
كوبي بوزو و فابيو فانين
الاستنتاجات
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هذه المقترحات، والتي غالبا ما تنشأ في نظرية التصميم الحضري وممارساتها، لم تمنع
من وضع خطط تطويرية حول قضايا البنية التحتية للطرق أيضا، وقد أجابت الدراسة
بشكل كامل على الأسئلة المتعلقة بالكيفية الأفضل لتصميم ممرات الحافلات، ونطاق
عرضها،  وكيفية  تنفيذ  معابر المشاة،  أو  محطات  الحافلات  والإشارات  الضوئية  ذات
الأولوية في التخطيط.
وأخيرا، فإننا راضون كل الرضى عن تلك التجربة، فقد عملنا على بناء القدرات المتبادلة
والرؤية المتطورة، وبالنسبة للطلبة والأساتذة المرافقين، كانت هذه التجربة لا تنسى،
كما أننا نتطلع إلى إكمال تلك المسيرة، والتي نأمل من خلالها أن يحصل الطلبة
الفلسطينيون في المقابل على فرصة للاستفادة من تجارب مماثلة في الخارج في
بلجيكا.
الاستنتاجات
116
PROFILES
TRANSFORMING
MOBILITY
MASTER TUTORS
Sameer Abu-Eisheh is a
Professor of Civil Engineering
at An-Najah National
University in Nablus, Palestine.
He received his Ph.D. from the
Pennsylvania State University,
USA in 1987. He is the Former
Minister of Planning, Former
Dean of Engineering and
Former President’s Assistant
for Planning and Development
at An-Najah National
University. He was a Visiting
Scholar in a number of USA
and European universities.
His research interests
include urban transportation
planning, travel demand
modeling and forecasting,
traffic systems management,
traffic and safety engineering,
and pavement management
systems. He authored
numerous scholarly papers,
participating in authoring two
books, and presented many
conference papers.
Ali Abdelhamid, the head of
Urban Planning Department at
An-Najah National University,
is a recognized authority in
urban and regional planning in
Palestine. He has 27 years of
experience in urban planning,
urbanization and growth
of Palestinian cities, urban
regeneration, city development
strategies, strategic planning.
He directed and implemented
the development of Master
Plans and Strategic
Development Plans for
numerous regions, cities
and towns in the West Bank.
He supervised more than
77 master theses in various
subjects (land use planning,
rural planning, regional
planning, urban renewal,
urban governance, housing
policies, applications of
GIS in urban planning). He
participated in numerous local
and international workshops,
conferences, and seminars.
Finally, he published a number
of books and papers in local
and international journals.
Khaled Al-Sahili, the Dean
of the Faculty of Engineering
and Information Technology at
An-Najah National University,
Nablus, Palestine and an
associate professor of civil
engineering, is an expert
in transportation / traffic
engineering and planning.
He has extensive professional,
teaching, and research
experience in the various areas
of transportation engineering
and planning as well as urban
and strategic development
planning where he worked
in several countries. He also
published several articles
and papers in peer reviewed
journals and conferences.
He also supervised
numerous researches and
graduation projects in the
area of civil engineering
for the undergraduate and
graduate programs. Al-Sahili
participated in numerous local,
regional, and international
conferences and seminars.
He received several awards in
recognition for his work.
He is also a member of several
international professional
organizations.
Kobe Boussauw is a professor
of spatial planning and
mobility at the Cosmopolis
Centre for Urban Research
(Vrije Universiteit Brussel).
Kobe holds master’s degrees
in engineering-architecture
(2001) and urban and regional
planning (2002), has a
certificate in transport studies
(2005), and obtained a PhD in
geography (2011). Kobe has
built his academic career
on six years of professional
experience as a planner
and policy advisor (first as
a consultant, than as a civil
servant with the Flemish
government, and ultimately as
an adviser with the UN-Habitat
program), an experience
which has been extremely
helpful in developing a policy
oriented line of research,
resulting in a large number
of academic publications,
research projects, consultancy
assignments, invited lectures,
popular communications,
and collaborators. His core
research deals with the
reciprocal relationships
117
between mobility, planning,
and the built environment,
both in an analytical and in
a policy oriented sense.
Dirk Lauwers is professor
at the Research group for
Urban Development Dep. of
Design Sciences University
of Antwerpen, and Centre for
Mobility and Spatial Planning
Dep. of Civil Engineering,
Ghent University. Dirk Lauwers
is a civil engineer and MSc
in spatial planning and
urban design with a working
experience of more than 30
years. He teaches and acts as
research promoter in the fields
of Mobility Planning and Traffic
Engineering Design. Apart from
his academic activities he has
been a consultant in traffic
planning and engineering and
regional and urban planning,
with assignments in Belgium,
Europe and some in Africa and
South America as well.
Kristien Van den Houte is a
researcher at the Cosmopolis
Centre for Urban Research
(Vrije Universiteit Brussel)
and at the Policy Research
Center for Housing (KULeuven).
Her research work focusses
mainly on innovative forms of
housing (collective housing)
and housing and urban
planning policies comparing
Brussels’ and Flemish cases
to international references.
Kristien completed Master’s
degrees in Architecture (1987,
Sint Lukas Brussels), Collective
Housing (2012, ETSAM Madrid)
and Urban Planning (2015,
VUB Brussels). She headed the
Housing Service at the Ministry
of Brussels Capital Region for
5 years and is experienced
in advising policy makers
in the field of housing and
urban planning. She is project
coordinator of the Palestine
Workshops 2016.
Frank D’hondt is an
ambassador of ISOCARP
and has master degrees in
Urban Geography (1985) and
Spatial Planning (1988), both
obtained at Gent University in
Belgium. He started working
as researcher at the Brussels
Free University, worked 13
years on cross-border and
transnational planning in
Benelux / European Union,
and founded and managed a
planning consultancy dealing
with a large variety of spatial
planning processes and
projects. Since 2015 mainly
working internationally with
UN-Habitat, in multiple
countries including
Kosovo, Palestine, Nepal,
Afghanistan, China and
Kenya – currently assigned
to draft the Handbook for
the local application of the
International Guidelines on
Urban and Territorial Planning,
an acknowledged instrument
for the implementation of
the United Nations’ New
Urban Agenda.
Fabio Vanin is an architect
and urban designer, holding
a PhD in Urbanism from IUAV
University of Venice. He is
currently assistant professor
in Landscape Urbanism at
the Cosmopolis Centre for
Urban Research of the Vrije
Universiteit in Brussels
and co-director of Latitude
Platform, an organization
based in Belgium that develops
research on urban and
territorial issues. He practiced
as senior urban designer
for Studio Associato Secchi
Vigano’ (Milan) and BUUR
(Leuven) and he collaborated
with various international
universities (IUAV Venice,
KU Leuven, TU Eindhoven,
WITS Johannesburg). His
main recent research topics
are the relationship between
urbanization processes and
environmental threats –
with a focus on water –
urban security, processes
of re-industrialization in
European cities.
STUDENTS
Yacob Abu Hantash is a
twenty two years old student
from Nablus, Palestine. He
recently graduated as a civil
engineer from An-Najah
national university in Nablus.
He participated in several
workshops organized by
An-Najah university and he
has designed a project on
mobility issues at the vicinity
of An-Najah university new
campus which has been
adopted by municipality
of Nablus. Currently he is
planning to continue his study
as master student at the civil
engineering department.
Hala Aburas Is currently in
her graduation year of
Bachelor in urban planning
engineering at the Najah
National University in Nablus.
During her study, Hala was
participant in many urban
projects about heritage, open
spaces, and other urban
issues. In January 2015, She
was selected to study for one
semester in Lille 1 university,
France. She was trainee in
different research institutes
and engineering companies.
She is interested in voluntary
work, especially work with
marginalized people so her
graduation project focuses
on people who are living in
deprived area in Palestine.
Tamara Adeeb was born
in Jericho and obtained a
bachelor in Urban Planning in
An-Najah National University
in Nablus. In 2013 she
participated in a workshop
with ILAUD working on a
project to improve Wadi
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Al-Qelt that has to be included
in Jericho Master Plan.
She collaborated with some
Palestinian Village councils
to establish their strategic
master plans and common
master plan. She was trained
at the International Peace and
Cooperation Center and the
Applied Research Institute
– Jerusalem (ARIJ). She has
worked on projects to improve
the situation of Palestinian
refugee camps, the entrances
of Nablus city and to reduce
the number of future losses
from the flooding in Alfar’a
village (Disaster management).
Moreover, she designed an
agricultural Housing in Burin
village, she worked on the
rehabilitation of the historic
centers in the Palestinian
towns, she volunteered with
Save the Children in the
occupied Palestinian territory
(oPt) and with Defiance
of Children International
Palestine (DCI).
Saeed Amoudi was born in
Nablus, Palestine where
he lives. He is a senior civil
engineering student at
An- Najah National University
(NNU) in Nablus. His work
focuses for a considerable
part on mobility. Saeed and
his colleagues, Ihab Hashem
and Jehad Kalbouneh,
analysed and designed the
first BRT system in Palestine,
Nablus as a case study for
their graduation project in
2016. He represented
An-Najah National University
in the Bridges competition at
the University of Jordan,
where he was awarded with
the third place.
Ana Daniela Dresler absolved
her first university degree in
social & human sciences with
an emphasis on population
& development at the ULB
in Brussels. She worked as
trainee at the Architecture &
Urban Planning Office AS&P in
Frankfurt,Germany. and also
participated in Workshops and
public interventions in with the
University of Vienna and in the
refugee camp located in the
North of Brussels. Currently
she is pursuing a Bachelor
degree in Applied Arts in Urban
Space at the Visual Arts school
ENSAV La Cambre as well as
a Masters degree at the VUB
in urban design and spatial
planning, both in Brussels.
Evy De Smedt (BE) is currently
following the second master
year of Urbanism and Spacial
Planning at the VUB. She
combines this master study
with her work at the urban
planning department of the
municipality of Asse. Before
that she already obtained a
degree in musicology at the
KUL in 2008.
Manar Eldeen Moghrabi is
a civil engineering student
at An-Najah National
University (NNU) where he is
pursuing a bachelor degree in
Transportation Engineering.
He aspires to improve and
facilitate the mobility and
accessibility of transportation
in Palestine. Manar serves
in the American Society of
Civil Engineers at the An-
Najah student Chapter as
a fundraising manager and
he volunteered in several
engineering companies.
Originally from Tulkarm,
Heba Raed Fared Ghannam
is enrolled in the fourth
year at the faculty of urban
planning engineering at Al
Najah National University.
She recently participated to
a workshop on sustainable
development (UNDP), she
have been collaborating on
the spatial strategic plan
for Bethlehem, and on the
strategic plan for Kafr Zibad
secondary school. Heba
voluntary works with the
Human Supporters Association
and she is a member of the
Association of Engineers
Without Border. In the past she
also worked for two months
in the municipality of Tulkarem.
Ihab Hashem was born in
Nablus, Palestine where
he lives. He is a senior civil
engineering student at
An-Najah National University
(NNU). His work focuses
on mobility. Ihab and his
colleagues, Saeed Amoudi
and Jehad Kalbouneh,
analysed and designed the
first BRT system in Nablus city
as their graduation project.
He is the Outreach Coordinator
of the ASCE (American Society
of Civil Engineers) student
chapter at NNU.
Michelle Janssen, has
a bachelor and master
in distinction in Interior
architecture and is currently
studying her master Urban
development and spatial
planning at the University of
Antwerp. Michelle is an award
winning designer, and has
won two awards for upcoming
talent in furniture design and
best ecological design. With
every design, independent
of the scale, Michelle wants
to create a wide context and
include the superordinate
vision. In March 2016 she
participated an international
design studio in Kosovo. Which
focused on urban development
and mobility. In Antwerp,
June 2016, she participated
an interdisciplinary summer-
school at the University:
about the newest insights on
the changing role, form and
structure of retail in cities.
Nada Ahmad Jaradat is in
her fourth year of bachelor
in Civil Engineering at An-
Najah National University-
Palestine. She is a member
of The American Society of
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Civil Engineering (ASCE) and
a volunteer in ZIMAM which is
one of the largest grassroots
organizations in Palestine.
Mohammed Jermi from
Tulkarm city is a Civil
Engineering student at
An-Najah National University
who will be graduating next
May. Last summer he got an
internship in Turkey where
he developed some knowledge
in bridges design. After
graduating, Mohammed
is interested in getting a
master degree in Geomatics
and Surveying. Passionate
about cultures, he would like
to travel more to experience
other cultures. In his free time,
Mohammed loves to read
novels and to play football.
Heba?
Jehad Kalbouneh is currently
enrolled in the graduation
year of the bachelor in civil
engineering at An-Najah
National University, Nablus,
Palestine. During his study,
Jehad participated in many
activities such as debates
and workshops. He won the
national debates competition
with his university team. In
July 2016, he got the chance to
be trained for 3 month at the
International Association for
the Exchange of Student for
Technical Experience (IAESTE)
program in Sultan Qaboos
University, Oman. He trained
as Research Assistant in Civil
and Architectural Engineering
department. He is interested
in voluntary work and he is the
President of American Society
of Civil Engineers student
chapter at his university in
the 4th session.
Ahmad Khalid is a student
from Jenin, Palestine. He has
been studying urban planning
engineering at An-Najah
national university since 2013.
He is extremely interested in
issues related to development,
sustainability and spatial
planning. Therefore, he
participated in the workshops
on livability and urban mobility
for the center of Ramallah city.
It was a great opportunity for
him to improve his skills in
problem-solving thinking
and design.
Isra Naser studied civil
engineering at Al-Najah
National university in
Palestine, where she
graduated in 2016. She is
fond of engineers and since
she was young her dream
was to become part of that
society. For the workshop
‘Mobility and Urban Liveability
in Palestine’, she had the
opportunity to be part of a
motivated group, where she
had the chance to improve
her skills and education. That
experience also helped her to
start thinking out of the box in
a different way than she was
usually used to.
Noor Surakji is born in Nablus,
Palestine. She is studying
Urban Planning Engineering at
An-Najah National University
(NNU). Her work focuses on
housing development and
the public domain, open
spaces and green areas for
pedestrians and cyclists.
Noor tries to extend her
knowledge about urbanism
by getting into the eld,
exploring and visiting
interesting new places
that inspire her.
Sebastiaan Thys (BE) is
currently in his third year
Master Urbanism and
Spatial Planning at the
Vrije Universiteit Brussel.
He graduated in 2013 as
Landscape architect at the
Erasmus hogeschool Brussel.
He followed workshops such as
a summer program in Shanghai
at the Tongji University about
sustainable development in
metropolitan areas and an
internship with Antea Group.
Giel Vanhoutte (BE) is
currently following the last
master year of Urbanism and
Spacial Planning at the VUB.
He graduated in architecture
studies at the KUL in 2014.
He followed workshops such
as one in Brussels about
neighbourhood participation
and a summer school
program in Shanghai at Tongji
university about ecological city
development. Currently he’s
writing a master thesis about
the productive city.
Sander Velmers is born in
Heerlen, the Netherlands.
He started his studies in
architecture at the Technical
University of Eindhoven. In
2015 he got his bachelors
degree in Urban Geography
and Planning at the Utrecht
University (UU). Currently he is
in his second and final year of
the masters degree Urbanism
and Spatial Planning at the
University of Antwerp (UA).
He is writing his thesis about
the redevelopment of the city
Moengo, Suriname, after it
got deserted after nearly a
century of bauxite mining.
This includes a three-month
research on site.
120
EDITORS
Fabio Vanin
Kobe Boussauw
SCIENTIFIC COMMITTEE
Kobe Boussauw
Dirk Lauwers
Fabio Vanin
Kristien Van den Houte
GRAPHIC DESIGN
Something Els
www.somethingels.net
COVER IMAGE
Fabio Vanin
COPY EDITING
edit911
www.edit911.com
ARABIC COPY EDITING
Sameer Abu-Eisheh
Anas Al-Ezzi
Hala El Moussawi
PRINTING
BEMA-GRAPHICS NV / SA
© 2017 Vrije Universiteit Brussel / as well
as the Cabinet of the Minister in charge of
Mobility and Public Works
ISSN: 2294-8880
All rights reserved. No part of this publication may
be reproducted or transmitted in any form or by any
means, electronic or mechanical, including photocopy,
recording or any information storage and retrieval
system, without permission in writing from the
copyright owners.
All statements contained in this research report are
the sole responsibility of their authors.
The publishers have made every effort to trace copy-
right holders, but if any have been overlooked, we will
be pleased to make the necessary accreditations at
the first opportunity.
